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Water Transport is one of the oldest means of 
transport. It has been used since the dawn of civilisation. 
It is believed that development and maintainance of a strong 
and adequate shipping transport is a must for the country, 
not only for earning and saving foreign exchange, servicing 
and promotion of national and international trade and smooth 
progress of economic development, but also to strengthen the 
defence requirements of the nation. World's three fourth 
trade is performed through shipping. In the international 
means of transport, the ships are only the best means to 
carry bulk cargo from one country to another because of 
their large carrying capacity and cheap transport services. 
Shipping today is not only a commercial asset but a powerful 
means of combat and defence of the country. 
After independence of the country, the significance of 
shipping transport was duly recognised and a radical change 
was made in the shipping development policy. The Shipping 
development was made an integral part of planning. The 
Government of India has been making a strenous efforts to 
develop Indian shipping. But due to some impediments in the 
way of shipping development, it could not reach at its 
zenith. Now with the policies of liberalisation 
privatisation and globalisation the government will try to 
solve various issues and problems confrontinq this sector. 
VI 
RESEARCH METHOLOGY 
The work of this dissertation is mainly based on the 
secondary sources such as journals, newspapers, periodicals, 
statements, government publications etc. The essential 
informations and necessary data have been collected from 
various secondary sources and interpreted to show the real 
growth and development of Indian Shipping before 
independence and after independence particularly during the 
plans period. The stati.stics relating to the various aspects 
of the Indian shipping have been derived from the Five Year 
Plans, Government of India Publication, New Delhi, Indian 
Shipping journals, books and newspapers. 
Naturally, these statistics may have some limitations 
because the 100 percent authenticity of the secondary source 
can not be ensured. 
YII 
THE FRAMEWORK OF STUDY 
The whole work has been divided into of four Chapters. 
The first Chapter deals with the role and significance of 
transport in general and Shipping Transport in particular. 
It also depicts the historical background of Shipoing 
Transport in India. This Chapter also shows as to how the 
Indian Shipping was developed during the ancient and 
medieval periods and during the modern or British period, it 
was oppressed, destroyed and destructed by the British 
Government to adopt various ruinous policies. 
In the Second Chapter, the pattern of growth and 
development has been shown during the plans period. Shipping 
has become the part of Five Year Plans and the government 
has made strenous efforts in each and every plan to develop 
the Indian shipping to meet the requirement of the country. 
The Third Chapter high lights the various problems 
which are responsible for the retarded development of Indian 
Shipping. It also deals with the prospects of Indian 
Shipping and tells about the new industrial policy of 
liberalisation, privatisation and globalisation which makes 
the Indian Shipping more bright. 
The Fourth and Last Chapter focuses on the conclusions 
of this dissertation and gives some suggestions for 
improvement of this sector. 
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SURVEY OF LITERATURE 
While completing this dissertation on "A study of the 
Development of Indian Shipping" a number of books, journals, 
research paoers, and articles on the subject have ben 
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Bhatnagar, K.P.^ - in his book 'Transport in Modern India' 
has shown the role and significance of transport. He has 
also given the growth and development of Indian Shipping and 
its effect on the economy of the country. 
Jain, J.K. - In the book 'Transport Economics' has given 
the importance and role of transport in general and Shipping 
Transport in particular. He has also shown the development 
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world have developed on the different banks of rivers and 
Seas. He has also described the contributions of transoort 
in such civilized development. 
Sriwastava, S.K.:^ - In his book "Economics of Transport" 
has shown the historical development of Indian Shipping 
during the Mughal period. He has also shown, how the Indian 
Shipping was developed and it helped to develop the trade 
and commerce of the country. Indian traders captured most of 
the-world market with the help of better system of shipoing 
transport in Indian. 
Ram, M.S. has given in his book "Shipping" the history of 
Shipping development. Present Modern Shipping is the result 
of gradual development of thousand of years. At the ancient 
time when there was no concept of ship, man was using raft 
and hallowed tree for water transport. 
Thapar, Romila She has described in her book "Ancient 
India" how the Indian Shipping was developed during the 
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development of Indian Shipping after independence during the 
plans period. 
Trivedi, H.M.® - has given in his book "Indian Shipping in 
Perspective" the role and significance of Transport in 
general and Shipping Transport in particular. He has given 
the comparative statement of Shipping Transport and economy 
of the country. He has described that the development of 
trade and commerce of the country depends uDon the 
development of the shipping transport. Therefore, Shipping 
is a cockpit of the development of economy of the country. 
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Padmanabhan, R - i n - h i s a r t i c l e "Government P o l i c y on 
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Policy" has described new policy of government in which 
shipbuildings are given various subsidies, soft loan and 
exempted from local taxes to reduce their operating cost and 
to increase their working capital. Indian Shippers and Crew 
are also exempted from local income tax. 
Trivedi, H.M.^^ - has shown in his article "Future of Indian 
Shipping" the future prospects of Indian Shipping. It has 
been observed that the new Industrial policy has made the 
future of Indian Shipping companies with their modern 
technology to compete with foreign ships. 
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Sheth, K.M.17 - has shown in his article "Indian shipping 
Prospects and Challenge" the various problems which are 
impediments in the way of the development of Indian 
shipping. These problems are a challenge for good prospects 
of Indian Shipping. 
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Rajwar, I.M.S. - in his article "Trends in Indian 
Shipping" has given the history of Indian shipping. He has 
shown past history of Indian shipping. He has shown past 
history of Indian shipping and made the comparative study of 
the present position of Indian shipping. 
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CHAPTER 1 
GROWTH AND DEVELOPMENT OF INDIAN 
SHIPPING BEFORE INDEPENDENCE 
i 
"GROWTH AND DEVELOPMENT OF INDIAN SHIPPING BEFORE 
INDEPENDENCE" 
Transport plays an important role in our economy. It is 
a de-fecto barometer of our economic, social and commercial 
progress. The whole structure of industry and trade and 
commerce rests upon the good system of transport. Because 
raw materials are carried to the factories from various 
places for processing, finished goods are distributed for 
consumption in national and overseas markets. Commercial 
Commodities are dumped in scarce areas within no time: 
perishable commodities are safely and rapidly distributed to 
distant places. Similarly, It carries persons from their 
homes to marketing centres, offices, working places, 
educational centres, pilgrimiges and to the various places 
of historical, national, cultural, natural, industrial and 
commercial importance. In this Chapter, an attempt will be 
made to highlight the significance of transport in the 
development of an economy. It will specially focus on the 
role of shipping transport and the exact development and 
growth which has taken place in India in this particular 
sector.~ 
1. Indian Shipping:, Vol. 41, No. 4/1989. Indian 
National Shipowner, Association, Bombay, 1989 p. 11 
2. Jain, J.K: Transport Economics, Chaitanya Publishing 
House, Allahabad, 1990, p.1. 
2 
E f f i c i e n t a d m i n i s t r a t i o n , m i l i t a r y , d e f e n c e , f a m i n e 
r e l i e f , g r o w t h o f a g r i c u l t u r e , i n d u s t r i a l and t r a d e , 
e f f e c t i v e movement of foods and o the r necessar ies of l i f e 
and e q u a l i s a t i o n o f p o p u l a t i o n and the growth of town and 
p o r t a l l depend on t h e e f f i c i e n c y and s u f f i c i e n c y o f 
t r a n s p o r t sys tem. T r a n s p o r t p l a y s an i m p o r t a n t r o l e i n 
s h i p p i n g t h e d e s t i n y o f a n a t i o n . I n f a c t t h e w h o l e 
s t r u c t u r e of i n d u s t r y , t r a d e and commerce res t s upon a good 
system o f t r a n s p o r t . We can see i t s r o l e i n d i f f e r e n t 
branches of economics. 
T ranspor t has f a c i l i t a t e d p roduc t i on and la rge sca le 
p r o d u c t i o n w h i c h i s i m p o s s i b l e w i t h o u t e f f i c i e n t and 
s u f f i c i e n t means o f t r a n s p o r t . Large Sca le p r o d u c t i o n 
r e q u i r e s huge q u a n t i t y o f raw m a t e r i a l s , l a r g e number o f 
workers , huge C a p i t a l inves tment , wider market ing f a c i l i t y 
e t c . To ma in ta in l a r g e - s c a l e p r o d u c t i o n , regu la r supply of 
raw m a t e r i a l s are need which are brought f rom near by and 
d i s t a n t raw m a t e r i a l p roduc ing areas . Some t imes . They are 
im .po r ted f r o m f o r e i g n c o u n t r i e s . R e g u l a r , cheap and 
abundant supply of labour t o the f a c t o r y s i t e can be assured 
on l y by a good system o f t r a n s p o r t t o keep t he f a c t o r y 
running smooth ly . I t a l so helps i n p roduc t ion o f pe r i shab le 
c o m m o d i t i e s by c a r r y i n g them t o consumers i n d i s t a n t 
markets. I n d u s t r i e s l i k e f i s h i n g , meat packaoinq. 
Bhatnagar, K. .P: Transport in Modern India, Ki shore 
Pub l i sh i ng House. Parade, Kanpur, 19?^. D D . 4 - 5 . 
3 
poultry, dairy and fruit farming and processing flourish 
presently in many countries like Japan Newfoundland, 
Denmark, Newzealand and California because quick and 
reliable means of transport are available to them."" Large 
scale production of finished goods needs the distribution in 
the national and international markets. If finished goods 
are not immediately distributed, it will require great 
storing caoacity and huge amount of working caoital is to be 
blocked. This would mean higher cost of storing and 
financing. This problem of producers can only be solved by 
cheao and efficient transport system. It also helps in 
improving the quality of products and reducing the cost of 
production and improves the industrial productivity and also 
helps to give the theory of decentralisation of industry to 
orovide the factors of production to every corner in the 
5 country. 
Today t h e consumer uses d i f f e r e n t v a r i e t i e s o f 
commodity produced i n d i f f e r e n t pa r t s o f the w o r l d . Under 
s p e c i a l i s a t i o n i n each g e o g r a p h i c a l s u b - d i v i s i o n , t h e 
f a c t o r s o f p r o d u c t i o n and l a n d , l a b o u r , c a p i t a l and 
management are e f f e c t i v e l y and p rope r l y used and produces 
o n l y t h a t commodity which i t can p roduce cheaper and i n 
which i t enjoys the g r e a t e s t comparat ive advantage over 
4. J a i n , J.K: Transport Economics, 1990, o p . c i t , p .13. 
5. Bhatnagar, K.P: Transport in Modern India . 1974, 
o p . c i t . p.6 . 
5 
tantamount role in agriculture, industry and trade too. The 
role transport in the field of world agriculture can not be 
over emphasised. Before sowing and after the stage of 
harvesting transport plays an important role. It increases 
the production and productivity of agriculture by providing 
scientific seeds, manure, fertilizers, improved marketing, 
q 
Storing, financing, machine, tools and technical devices. 
It also helps in marketing of agricultural produce. In 
India, the chief means of transporting agricultural produce 
from village to the mandis is block cart and from village to 
the distant markets or consuming centres are trucks and 
railways. Shipping services are of paramount importance in 
transporting agricultural produce from one country to 
another. 
Transport and industrial development go hand in hand. 
They are the cause and effect of development for each other. 
Industrial Revolution brought about fundamental changes in 
the fiel-d of transport system and the improved 
transportation provide the pace of industrialisation. The 
transport plays a dominant role in location of a factory. 
The factory which ignores this aspect at the time of its 
establishment is bound to meet its doom an early date. It 
plays equally role in regional development and 
9. Srivasta, S.K: Economics of Transport , 1987 
op.cit p.15. 
10. Srivastava, S.K: TransDort in Modern India 
1974. OD.ci t 0.7. 
6 
decentralisation of economic activities and no'area can be 
industrialised without a proper transport system. Through 
proper and balanced development of the transport system in 
backward areas new industry may be developed and old one 
shifted to those areas and decentralisation may take place. 
Transport also influences the cost structure of a product. 
Transportation cost of raw materials from different centres 
and of sending finished goods to different markets for sale. 
constitutes a major portion of total cost. Hense, the 
availability of cheap transport facility can never be 
overlooked in analysing various factors of location of a 
factory and cost of the product. Until now we were 
discussing the importance and role of transport in shaoing 
the economy of a nation. In the next, we will discuss in 
detail the role played by the shipping transport in the day 
to day economic development and growth of a economy. 
SIGNIFICANCE OF SHIPPING TRANSPORT 
Water transport is one of the oldest means of 
transport. It has been used since the down of civilisation. 
All the ancient civilisation of the world have developed 
alongside the waters, like the Induse valley civilisation 
developed on the bank of Induse river. The Mesopotamian 
Civilisation developed on the 
11. Jain J.K. Transport Economics, 1990, op.cit. pp 15-16. 
12. Arjun Oevfed.) The Story of Civilisation. Volume I. 
Publication NCERT, New Delhi, 1983, p.24. 
bank, of T i r g i s and Euphrates r i v e r , 13 The Egypt ian 
c i v i l i s a t i o n developed on the bank of Ni le r i v e r , • The 
Chines C i v i l i s a t i o n developed on the bank of Hwanno-Ho 
r i ve r . The Roman C i v i l i s a t i o n developed on the bank of 
Tiber r iver , and The Greek C iv i l i sa t ion developed on the 
bank of Mediterranean Sea. 
The ancient c i v i l i s a t i o n s grew alongside the waters 
because the ancient people got water fo r d r ink ing and 
i r r i g a t i o n and f loa ted over the water fo r f i s h i n g . In 
ancient period when there was no concept of Roadways, 
Railways and Airways Transport, there was only the water 
transport. Even today water transport is very important than 
other means of Transport. I t is believed that development 
and maintenance of a strong and adequate shipping transport 
is a must for the country not only fo r conserving and 
earning f o r e i g n exchange, s e r v i c i n g and promotion of 
national and in ternat iona l t rade and smooth progress of 
economic development, but also to strengthen the defence 
1 A 
reauirement of the nation. Shipping industry is also 
13. Ibid., p.30. 
14. Ibid., p. 36. 
15. Ibid., p.42. 
ie. Ibid., p.86. 
17. Ibid.. 0.16. 
18. Indian Shi oping, Bombay, Vol. 37, No. 12/1985, p.7. 
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the capita! cost, operating cost and maintenance charges of 
water transport are lower than other. The rails and roads 
links are not available to go in each and every country. The 
aircraft have their limited carrying capacity and their 
charges are very high. Therefore they can only be used for 
passengers and suitable for carrying light and valuable 
goods.-'^ Shipping transport developed and become more 
popular internationally after Industrial Revolution and now 
world's 75% trade takes place through shipping. It has 
provided a regular transport of cargo and persons among 
different countries of world. Shipping today is not only a 
com.mercial asset but a powerful means of combat and defence 
p 1 
of the country.~ 
Development Before Independence 
Waterways have been utilised for navigation since dates 
back of civilisation. Today what we see giant shios and 
streamers are the gradual development of the thousands of 
years. Ancient people first grasped the floating log with 
one hand and started fishing with other hand. After that 
they tied two or more logs and prepared a raft. To sit on 
the raft they could float easily than earlier. The next 
stage of development was the use of dugouts (hallowed trees) 
which was an improvement 
20. Jain J.K: Transport Economics, 1990, op.cit. p.35? 
21 . Ibid. . D . 360. 
of the raft. During the third stage bundles of reeds were 
tied along sides of the raft and the canoe was born. That 
canoe gave more protection to passengers and cargo from 
water. During the fourth stage of develooment. the planks 
were stitched together and it got a shape of a boat. In the 
fifth and the last stage planks and plates were nailed 
together and given a final shape of a vessel.~~ 
When we .study about "the development of Indian shi"Ding 
before Independence" we divide this period into two heads, 
development in the ancient period and development before 
just Independence. 
Development in the ancient period -
The Shipping transport in India dates back to the recorded 
history. Indians were keen mariners and had gone to distant 
countries through the waterways. T.he old Indian arts also 
give pictures of ships and boats. During the excavations of 
Mohanjo-daro (3000 B.C.) so many seals were found which gave 
the picture of ships. The Harappan peoole were busy in 
preparing cotton and woolen cloth and send to the towns 
along the coast of Persian Gulf and summer. They sent goods 
regularly from one place to another. Seals and small objects 
were made at Mohanjo-daro and have been found at the site in 
Irad.- The merchandise was shipped from Lothal (where 
22. Ram, M.S: Shioping, Asia Publication House,Bombay. 
1969, p.1. 
23. Thapar, Romila: Ancient India, Publication NCEPT. 
New Delhi, 1990, pp. 31. 
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a dock has been excavated) and incoming goods were received 
here and at other places. 
Historical evidence shows that even during the Buddhist 
period shipping in India had reached a high stage of 
development India had not only a flourishing shipping and 
shipbuilding industry but our ships sailed the high seas 
carrying India's trade and commerce to far off lands and 
kept contact with civilisations. In the centuries that 
followed considerable advancement was made in the shipping 
industry in India.^^ In the period from 200 B.C. to 300 A.D. 
in the Chola dynasty, the Malabar coast and the east coast 
of Tamilnadu were utilised by Roman Ships in search of 
trade. The empire of Rome controlled all the lands of the 
Mediterranean at that time and these was a great demand for 
Indian luxury goods in the markets of Rome. Roman ships used 
to come from red sea across Arabian sea to the Malabar 
Coast. The Roman would fill their ships with goods what they 
wanted and pay for them in gold and return to Rome.-" 
During the Salvahana period shios were used for 
trade purposes. On the West Coast, the port of Broach was 
used by Ships Coming from Persia, Iraq, Arabia and Egyot. 
The ports in the Godavari delta lay alonq the sea 
24. Ibid., p.33. 
25.Indian Shipping, Bombay, vol. 40-No. 6/1988. p.19. 
26. Thapar, Romila: Ancient India, 1990, oo.cit, p.81 
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route from the Ganga delta to South India. Ships Sailed from 
these ports to Burma and Malaya also. 
At that time India was the heart of the old world and 
maintained her position as one of the best maritime 
countries. She had colonies in peru, Combodia, Java, 
Sumatra, Borneo and even in the countries of the farther 
East like Japan. She had trading settlements in Southern 
China, Malaya Peninsula, Arabia and in all the chief cities 
of Persia and all over the East Coast of Africa. She 
cultivated trade relations not only with the countries of 
Asia, but also with most of the countries of world. In the 
early Maghadhan period Bhrigukachcha (Broach) Surparaka 
(Sopara north of Bombay) and Tamralipti (in Bengal) were the 
great reputed and flourished ports in India. 
An old and famous Sanskrit work "Yukti Kalptru" during 
the period of the Ajanta Murals, describes in detail the 
size, shape and use of different types of vessels. It gives 
ten varieties of river vessels and fifteen varieties of 
ocean vessels and it also gives the length, with, deoth and 
height of the vessels. For a long time India remained the 
proud "Mistress of the Eastern Seas" and Indian Shies 
continuously ploughing the Eastern Seas and carrying the 
indigenous goods to the foreign countries."" 
27. Thapar, Romila: Ancient India, 1990, op.cit,p.74. 
28. Rao, T.S. Sanjeeva: A short History of Modern 
Shipping, Popular Prakashan Bombay, 1969, pp.1-2. 
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The Hindu epics-Ramayana and Mahabharat are full of 
references to Indian Shipping. In Ramayana there is 
mentioned of Vova. Dvipa and Suvarna which has been 
identified with Java and Sumatra. Several references are 
qiven in Mahabharat regarding the shipping in that period. 
Mahabharat refers to escape of Pandava brothers from 
destruction planned for them in a ship that was secretly and 
SDecially built for that purpose by order of vidur. 
During the Gupta period shipping development was at its 
zenith. There was not only the trade within India itself and 
with Western Asia, but also with south-east Asia. More and 
more merchant were going abroad and carrying goods which 
they sold at a huge profit. As trade grew, the knowledge of 
seafaring and ship-building also improved. Large ships were 
built Than before, and many more ships crowded into the 
ports along the east and west coast. 
In the East-West trade, Arab became a new force and 
changed in the maritime World. Arabs had been energetic and 
skilled navigators, they had sailed far on the high seas in 
s-earch of trade and established colonies in various 
countries of the world. The sea and land routes between the 
East and the West were completely controlled by the Arabs.~^ 
Arab influence was growing rapidly in the East in eighth 
29. Sriwastava, S.K: Economics of Transport. 1987, 
op.cit. pp. 357-368. 
30. Thapar, Romila: Ancient India, 1990. oD.cit. D.97 
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century A.D. and at the same time Sindh was conquered and 
colonised. By the end of that century Arab traders and Arab 
Shios were active everywhere in the Eastern Seas."~ 
During the Delhi Sultanat period the Indian shipping 
and foreign trade were highly developed. In the reign of 
Mohammed-bin Tughlud, industry, trade and overseas commerce 
were very developed. There were "Royal Karkhanas" at Delhi 
which employed 4000 weavers of Silk Textile manufacture, 
dyeing, painting, sugar manufacture, metal work and paper 
manufacture were the important industries in the country. 
Bengal and Gujrat were specially well known for the 
3 3 
manufacture and export of textile goods. According to 
Abdur Razzaq, the Persian messenger, who visited Vijaynagar 
in 1433 described the empire possessed 300 seaports. The 
empire Deva Raya II appointed Lakkana, to the southern Sea 
to hold the charge of overseas commerce. Some of the other 
rulers also maintained fleets of ships. 
When Mahmud Ghaznavi reached Multan, he ordered the 
construction of 1,400 boats. The ship-building industry in 
India was flourished during the Mughal period. It is learnt 
31. Rao, T.S. Sanjeeva: A short History of Modern Indian 
Shipping, 955, op.cit. pp. 7-8. 
32. Ibid., pp.9-10. 
33. Rao, T.S. Sanjeeva: A short History of Modern Indian 
Shipping, 965, op.cit. pp. 15. 
34. Rao, T.S. Sanjeeva - A Short History of Modern Indian 
Shipping, 1969 op.cit. p.16. 
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from "Aine-Akbari". During the period of Akbar, Bennal , 
Kashmir and Lahore were engaged in the trade of sindh only. 
In his reign the Great the office of "Hear Bahri " was 
maintained for four objects. 
Building of ships and boats for the transport of 
elephants, merchandise etc, 
Their supply to sailors and swimmers. 
Ferry arrangements for which a separate officer 
was appointed and 
Realisation of dues. 
Akbar efficiently organised the naval department in Bengal 
where there were 3000 war vessels. 
Khulasa-tul Tawarikh (1695) reveals that during the 
reign of Aurangzeb merchants from Multan and Bhakker used to 
bring goods on boats in the river Indus, and travellers and 
armies also travelled by water transport. The steam vessel 
Diana first time appeared in Bengal in 1923. It is of 
interest to note that steamers ran between Calcutta and Agra 
in 1842. River Ganga served the pu'rpose of a great waterways 
of commerce and many commercial towns were flourished on its 
banks. ~ During the reign of Mughal, Shipping transport 
was at its zenith but in the British period it was at its 
nadir. With the advent of the British rule and with the 
domination of the British shipping interest, Indian shipping 
had to work under heavy odds and innumberable difficulties 
for its survival. There was no lack of spirit of enterprise 
for running hazardous industry like shipping in India. But 
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the British policy of crushing the Indian Shipoing was 
mainly responsible for wiping out Indian shipping even out 
of its own home waters. There are following some important 
causes of decay of Indian shipping during the British 
period. 
The Indian shipping companies had to face ruinous 
competition with the well established and government 
patronised British shipping companies. They took all 
possible steps that Indian companies would not get any 
Cargo. They also started freight war to oust the Indian 
shipping companies. British shipping companies charged at 
very low rate, as a result The Tata Line and many other 
Indian companies had to close their ooerations due to 
competition and rate wars. 
British government in India always patronised British 
shipping companies for carrying government Cargoes. It did 
never provide protection to Indian Shipping Companies. The 
demand for reservation of coastal trade to Indian Shipoing 
was turned down on flimsy ground. In order to discourage the 
use of Indian Shipping the British Government imposed heavy 
imoort duties on goods carried in non-British Ships. The 
rate from Rangoon to Bombay was brought down from Ps. 1^ to 
1.5 per ton and the most profitable Indian ShioDinq comoanies 
35. Srivastava. S.K: Economics of TransDort . 1987. op.cit. 
p.368. 
36. Jain, J.K: Transport Economics, 1990. oo.cit. po. 
398-399. 
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had became ruinous. The Seindia company was one of them. The 
rate wars and imposition of heavy imoort duties perished the 
Indian shipping and flourished the British Shippinn.-"' 
The government officers and port authorities favoured 
British Shipping Companies and showed hostile and 
unsympathetic attitude towards Indian Shipping. They delayed 
and harassed and high and undue charge were realised from 
Indian Shipping companies. Flag discrimination was made and 
Indian Ships were not allowed to go to British Oceans. 
The British Merchant wanted that Indian Shipping should 
not develop because the national shipping of any country 
ables to build up and expand its own overseas trade. The 
British Shipping, helped Britain to find markets for her own 
products in foreign lands at the cost of Indian trade. The 
frieght rate policy of British Shipping resulted in India 
losing a large and lucrative trade with China and Japan. 
Indian Industries could not develop and foreign trade of 
India was reduced due to perish of Indian Shipping. These 
were the main causes of perish the Indian shipping. The 
British period was called the period of frustration for the 
Indian Shipping. During this period all the shipping 
companies except few, met to liquidation. This is the 
following list of the Indian Shipping Companies with the 
year of registration and the year in which they met to liauidation 
37. Raw, T.S. San.ieeva: A short History of Modern 
Indian Shipping, 1965, op.cit. p.124. 
38. Jain, J.K: Transport Economics, 1990, op.cit.. p. 399 
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TABLE - 1 
L i s t of Shipping Companies reg i s te red in Ind ia between 1836 to 1921. 
1 2 3 4 
S.N NAME OF COMPANIES WITH PROVINCE/STATE OR PLACE WHEN REMARK 
OF REGISTERED OFFICE REGISTERED L=LIQUIDATES 
E=EXISTING 
1 Calcutta Steam Tug Association, Calcutta 1836 N.A. 
2 Bombay Steam Navigation Co., Bombay f1) 1845 L. 1863 
3. Ganges Steam Navigation Co. 1845 N.A. 
4. Indian General Steam Navigation Co. 1850 N.A. 
5. China Merchants Steam Navigation Co. Bombay 1858 L. 1869 
6. Bombay Coast & Rivers Steam Navigation Co. 1863 L. 1868 
Ltd., Bombay 
7. Bombay Shipping Co: Bombay 1863 L. 1868 
8. Bombay & Bengal Steamship Co. Bombay 1863 L. 1870 
9. Oriental Shipping Co. 1863 L. 1865 
10. Prince of Wales Shipping Co. 1863 L. 1865 
11. Calcutta Ship Co. Calcutta 1863 L. 1871 
12. Union Shipping Co. 1863 L. 1866 
13. Western Indian Shipping Co. 1863 L. 1868 
14. Cutch-Mandvi Navigation Co. N.A. N.A. 
15. East India Shipping Co. 1864 L. 1868 
16. Madras Colombo Steamship Co. 1864 L. 1887 
17. Bombay Merchant Shipping Co., Bombay. 1865 L. 1867 
18. Iron Ship Co., Bombay. 1866 L. 1867 
19. Bombay Landing & Shipping Co. Bombay 1866 L. 1867 
20. Bombay Steam Navigation Co., Bombay II 1869 L. 188 
21. Bombay & Persia Steam Navigation Co., Bombay 1877 E 
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22. Calcutta Steam Navigation Co. Benqa! 
23. Calcutta Landina & Shipping Co., Calcutta 
24. Eastern Steam Navigation Co.: Calcutta 
25. Tata Line, Bombay. 
26. Bengal Assam Steamship Co., Calcutta 
27. Gu.jrat Steamer Co., Bombay 
28. Dwara Flotilla Co., Calcutta 
29. Retriver Flotilla Co., Bengal 
30. Bengal Steamship Navigation Co. Burma 
31. East Bengal River Steam Service, Bengal 
32. Madras Steam Navigation Co., Burma 
33. Bombay Steam Navigation Co. Bombay III 
34. Shah Steam Navigation Co., Bombay 
35. Port Shioping Co. Calcutta. 
36. Swadeshi Steam Navigation Co., Tuticorin 
37. Bombay & Hu.iaz Steam Navigation Co., Bombay 
38. Burma Rivers Transport Co. 
39. Indo Burma Steamship Co., Burma 
40. East Bengal Maha.ian Flotilla Co. Bengal 
41. Co-operative Navigation, Bengal 
42. Bengal Steamship Co., Bengal 
43. Indian Cooperative Navigation and Trading Co., 1909 
44. Ban.iiya Indand Steam Navigation and Trading Co., 1910 
Bengal. 
45. Bombay and Africa Steam Navigation Co., Bombay 1910 




































































47. South Indian Steam Launch & Motor Car Co., 1910 L.1913 
Madras 
48. Delta Navigation Co., Burma 
49. Arab Steamers. Bombay 
50. Chines Steamship Co., Burma 
51. Karnafuli River Steam Navigation Co., Bengal 
52. Jessore River Steam Navigation Co., Bengal 
53. Bombay & Kathiwar Steam Navigation Co., Bombay 1912 
54. Eastern Meritime, Bombay 
55. Persian Gulf Steam Navigation Co., Bombay 
56. Maratha Navigation Co., Bombay 
57. Anglo Oriental Navigation Co., Bengal 
58. River Cargo Carrying Co., Bengal 
59. Canal Transmit Co. Madras 
60. Oriental Steam Navigation Co., Bombay 
61. Abad Line, Bombay 
62. Bombay Shipping Co., Bombay 
63. Scindia Steam Navigation Co. Bombay 
64. Eastern Penisular Navigation Co., Bengal 
65. Kamani Steamship Co., Bengal 
66. Carmen Exports & Imports, Bengal 
67. Bengal Shipping building and Navigation Co., 
Bengal 
68. Indo-Burma Navigation Co., Bengal 
69. Eastern Steam Navigation Co., Bombay 
70. New Steam Navigation and Trading Co., Bombay 

















































72. Anglo-India & Colonial Navigation Co., Bombay 1920 
73. Inod-British Steam Navigation Co.. Bombay 
74. Edwards Steamship Co., Bengal 
75. Cutch Steam Navigation Co., Bombay 
76. All India Steamship Co., Bombay 
77. National Steam Navigation Co., Bombay 
78. Universal Steam Navigation Co., Bombay 
79. Parulkar Steam Navigation Co., Bombay 
(Source-Rao, T.S. Sanjeeva: A short History of Modern 








L. 192 2 








To see the above liquidating position of Indian 
Shipping, various committees were set up to improve and to 
develop the Indian Shipping. Because it helps in develooing 
home trade and industries by transporting heavy and bulky 
raw materials and other goods at cheaper rates, ensures 
mobility of goods, reduces dependence on foreign trade, 
strengthens national defence, protects home industries and 
saves foreign exchange. Domination of foreign ships on 
coastal trade paralyses our economy and makes it dependent 
on others. Therefore Indians were motivated to develoo their 
own-shipping. 
After World War I they became conscious of their 
dependence on foreign shipping and demanded for reservation 
of coastal trade to Indian Shipping was raised from time to 
time. The first attempt of Indianisation was made by SIR 
LALLU BHAI SAMALDAS in March 1922. He moved a resolution in 
the council of state for providing the opportunity to Indian 
companies for quoting rates for carrying commodities. But 
nothing was done by British government except to give lio 
sympathy. The continuous demand from political and business 
quarters compelled the British Government to appoint the 
Merchantile Marine Committee in 1923 under the chairmanshio 
of Mr. Headlam, the Director of Royal Indian Marine. The 
Merchantile Marine Committee 1923 gave the following 
important recommendation in 1924. 
39. Rao, T.S. San.jeeva: A Short History of Modern 
Indian Shipoing. 1965. OD.cit., D.125. 
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Reservation of coastal shipping to Indians by licensing the 
steamers plying between coastal ports of India. 
The purchase of a British Shipping Company Operating on 
the coasts of India by the government with a view to 
its ultimate transfer to an approved Indian Shipoing 
Company. 
The establishment of a training ship for training the 
Indian officers of Merchantile Marine. 
Employment of Indians on foreign ships. 
Financial aid to the Indian Shipping 
Companies in the form of government's bounties and 
subsidies. 
These recommendations were of great significance for 
reviving Indian Shipping but British Government did nothing 
except "training ships". The fighting inside the legislature 
was continued, and K.C. Neogi and later S.N. Haji, in 1928, 
introduced bills to reserve Indian coastal traffic to 
Indians. Ha.ji's bill sought to transfer the control of 
Indian Coastal Shipping to Indians within a period of five 
years. The nationalist group led by Pandit Motilal Nehru and 
Lai a La.ipat Rai demolished the government stand by citing 
examples of countries where coastal shipping was reserved 
for their own countrymen. The Bill was passed by a record 
majority in September 1928 and the principle underlying 
Ha.ji's Bill was accepted. The Bill was then referred to a 
select committee which was due to report in September. 1929. 
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But the consideration on the Bill was postponed by the 
oovernment because it wanted to try a policy of negotiation 
to reconcile British and Indian Shipping interests. 
In January 1930, Lord Irwin called a conference under 
his chairmanship to settle the British and Indian Shipping 
interests. The Indian Shipping interest was the adequate 
participation of Indian Shipping in the coastal and overseas 
trade but the representatives of British companies were not 
willing to accept this objective. From the very beginning, 
the British representatives adopted an unhelpful attitude. 
They participated in the conference only to observe the 
situation. When the suggestion was placed before the 
conference that Indian tonnage could be increased by the 
purchase of British Ships in the Indian trades for the 
adequate participation of India Shipping in coastal and 
overseas trades, the representatives of British Companies 
totally refused and the conference was failed to settle the 
negotiation between both representatives. But from time to 
time, efforts continued to bring the subject before the 
assembly. Dr. Ziauddin Ahmad moved a resolution in the 
Legislative Assembly on the 7th of September 19 3 2. 
recommending that Government should take necessary steps to 
fix m.inimum rate for the passenger carrying trades by sea 
between coastal ports. 
40. Jain, J.K: Transoort Economics. 1990, oo.cit 
D.401. 
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Meanwhile, p o l i t i c a l movement gained momentum and the 
conoress members res igned and the e n t i r e mat ter was 
she 1ved. 
Development Just Before Independence 
The Government of India Act was passed in 1935 and it 
had changed the whole scenario of the nation. The Government 
of India Act, 1935 was a great blow on the demand for 
reservation of Indian Shipping to Indias. Section 115 of the 
1935 Act provided no ships registered in U.K.. Shall be 
subjected by or under any federal or provincial law to any 
treatment affecting either the ship itself or her master, 
officers, crewmen, passengers or Cargo which is 
discriminatory in favour of ships registered in British 
India". This Act took away from the Indian legislature to 
foster the right of Indian Shipping. It was specially 
provided that no discrimination against British companies 
ooerating in Indian coastal water should be made. 
On the 7th March, 1935, Rai Bahadur Lai Jagdish Prasad 
moved a resolution in the council of state recommending that 
government should take suitable steps to build up an Indian 
merchantile marine to secure an adequate participation of 
Indian Shipping in the coastal and overseas trades 
41. Rao, T.S. San.ieeva: A short History of Modern Indian 
Shipping, 1965, op.cit. pp. 118-119.' 
42. Rao, T.S. San.ieeva: A short History of Modern Indian 
Shipping, 1965, op.cit. p. 112. 
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of India. In 1936, Shri P.N. Sapru had introduced a similar 
Bill in the council of state to control the coastal traffic 
of India, but this had lapsed before consideraion due to the 
council exDired. But Shri P.N. Sapru did not give up the 
attempt. When the council was reconstituted in 1937, he 
introduced a revised Bill on the 7th April, 1937. The main 
provisions of this Bill were -
The Government to be given power to fix both minimum 
and maxim.um rates for goods and passengers. 
Rebates on goods to be prohibited; 
The terms and conditions upon which a licence to carry 
on business in coastal traffic should be granted to be 
prescribed by the Government General; 
The proposed law to be operated upon the shipowner (as 
distinguished from the ship, her master, officers. 
Cargo cr passengers), therefore requiring non-resident 
owners to come within British Indian jurisdiction by 
duly constituted Attornies. 
In 1937, Sir A.H. Ghuznavi sponsored a Bill in the 
Legislative Assembly to Control the Coastal traffic of 
India. The Object of the Bill was to "encourage the 
development of an Indian merchantile marine" bv fixinq 
43. Rao, T.S. Sanjeeva: A Short History of Modern Indian 
Shipping, 1965, op.cit. po. 120-121.' 
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neglected opportunities. The committee submitted a new 
policy with a new outlook for the development of Indian 
Shipping. The recommendations were of far reaching 
importance and became the back-bone of the future oolicy of 
development of shipping in India. " 
After the suppression of about 20 decades the sun 
British power was set down, and the time was come, when 
India was going through her freedom. In 1946, the Interim 
Government was formed and Pandit Jawaharlal Nehru was the 
Prime Minister of that Interim Government and British 
Government had transferred the power to Indian hands. Now 
the hopes of lamp was lighted and the shipping industry was 
enthused over the promise of "a dynamic policy" for Indian 
Shipping. With the transfer of power to Indian hands. it was 
hoped that the saddest period of Indian Shipping history 
would end and a new bright future of Indian Shipping would 
u 47 beam. 
4 6 . J a i n J . K : Transport Economics, 1990. o p . c i t . , p p . 4 ^ 2 - 4 4 3 
47 . R a o , T . S . S a n . i e e v a : A s h o r t H i s t o r y o f M o d e r n 
I n d i a n S h i p p i n g - 1965, o p . c i t . , pp . 1 4 5 - 1 4 6 . 
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CONCLUSION 
In conclusion- it may be observed that shipping 
transport plays a significant role in a country's economic 
development. It can also be observed that during the British 
period the Indian Shipping was totally destroyed by the 
Britishers. They paralysed the overseas trade and made the 
Indian economy dependent on others. In view of this lack of 
development, time to time strenous attempts were made to 
revive the Indian Shipping through appointing various 
conferences and committees. These committees and conferences 
have come out with a number of recommendations which, if 
implemented properly, will go a long way in the approoriate 
growth of this sector in India. In the next Chapter, an 
attempt will be made to examine the growth of this sector 
after independence. 
CHAPTER II 
PATTERN OF GROWTH OF INDIAN 
SHIPPING AFTER INDEPENDENCE 
3U 
PATTERN OF GROWTH OF INDIAN SHIPPING AFTER INDEPENDENCE 
Before Independence , I n d i a had no n a t i o n a l s h i p p i n g 
p o l i c y . Dur ing B r i t i s h p e r i o d va r i ous persons placed va r i ous 
r e s o l u t i o n s be fore the L e g i s l a t i v e Assembly to develop the 
I n d i a n S h i p p i n g . But a l l t he r e s o l u t i o n s adop ted by t h e 
L e g i s l a t i v e Assembly f o r e n c o u r a g i n g and a s s i s t i n g t h e 
growth of n a t i o n a l s h i p p i n g and s h i p b u i l d i n g i n d u s t r i e s were 
du ly consigned t o the c losed s h e l f of the record o f f i c e . 
A f t e r Independence o f the c o u n t r y , a r a d i c a l change was made 
i n s h i p p i n g deve lopment p o l i c y . A c o n f e r e n c e o f s h i p p i n g 
i n t e r e s t was c a l l e d i n Bombay on 3rd November 1947, i n which 
Sh r i C.H. Bhabha, M i n i s t e r o f Commerce, e x p l a i n e d t h e 
s h i p p i n g p o l i c y o f t h e Government o f I n d i a . The M i n i s t e r 
observed t h a t t h e government had f o r m a l l y a c c e p t e d t h e 
tonnage t a r g e t l a i d down by the Recons t ruc t ion sub-committee 
on s h i p o i n g . He a l so announced the p r i n c i p l e r e l a t i n g t o the 
rese rva t i on of coas ta l and overseas t rade f o r I nd ian Sh ips . 
He p r o m i s e d an i m m e d i a t e p l a n n e d a t t a c k , on t h e b a s i c 
weakness i n our s h i p p i n g p o s i t i o n , namely s h o r t a g e o f 
tonnage and shor tage o f t r a i n e d man-power and t a k i n g of such 
l e g i s l a t i v e and a d m i n i s t r a t i v e a c t i o n which was necessary t o 
safe-guard the i n t e r e s t o f I nd ian Shipping both in I n d i a and 
f o r e i g n w a t e r s . Th i s Chap te r f o c u s e s on t he g r o w t h o f 
s h i p p i n g s e c t o r i n I n d i a a f t e r i ndependence . W i t h t h e 
a t ta inment of independence, the government announced of a new 
1. Indian Shipping, Bombay, vo l . 38 -No .5 /1986 , DD.15-16 . 
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s h i p p i n g p o l i c y a s s u r i n g a c t i v e c o o p e r a t i o n o f t h e 
government i n c a p i t a l t o secure a r i g h t f u l p lace among the 
m a r i t i m e n a t i o n s o f t h e w o r l d . 50 p e r c e n t c a p i t a l 
c o n t r i b u t e d by t h e g o v e r n m e n t and r e s t o f c a p i t a l 
c o n t r i b u t e d by the e x i s t i n g company or p a r t l y by e x i s t i n g 
company and p a r t l y by the p u b l i c . - In 1947, Sc ind ia Company 
s t a r t e d w i t h t h e f i v e " L i b e r t y " s h i p s p u r c h a s e f r o m t h e 
American Reserve F l e e t , a regu la r Cargo Serv ice from. Bombay 
t o the U.S.A. and Canada. Ear ly next year 1948, t h i s company 
s t a r t e d a r e g u l a r Cargo S e r v i c e between Bombay and U.K. 
having become an assoc ia te member of the "Karmahom" Sh ipp ing 
conference which covered the l i n e r t rades f rom West coast of 
I n d i a , Pak is tan t o U.K. 
Two o f the sh ip employed by the Sc ind ia were passenger-
cum Cargo Ship and thus an Ind ian passenger s e r v i c e was a lso 
e s t a b l i s h e d . I n d i a n S h i p p i n g had f i n a l l y e n t e r e d i n 
i n t e r n a t i o n a l waters and the Ind ian t r i c o l o u r began t o f l y 
p roud ly over the h igh seas. Three o ther new companies were 
f l o a t e d i n 1 9 4 8 . The G r e a t E a s t e r n S h i p p i n g Company, 
Bhiwandiwal l a & Co. , who had pioneered the impor t o f sugar 
i n c h a r t e r e d s h i p s , and t h e S o u t h E a s t A s i a S h i p p i n g 
Company. 
By the end o f 1948, I n d i a n t onnage had gone u p t o 
319,000 t o n s . A successfu l beginn ing had a l so been made 
Rao, T .S. San.ieeva: A short History of Modern Indian 
Shipping, 1965, o p . c i t . , po.149-150. 
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in ship buildinq at the Visakhapatnam yard of the Scindia 
Company in 1948. Urgent attention was also paid to the 
training of officers for the merchant navy. The Directorate 
of Marine Engineering was established in October 1948 with 
the object of increasing the number of trained officers for 
India's growing fleet. The Marine Engineering College was 
established at Calcutta specially for that purpose. A. 
Nautical and Engineering College was also opened in Bombay 
to impart technical training on the navigation side as well 
as the engineering. 
The year 1949, was known as the year of slow progress 
in Indian Shipping. In June 1949, the government setup a new 
organisation, the Directorate General of Shipping, under the 
Ministry of Commerce, with head-quarters at Bombay. But 
after some time the government transferred the subject of 
"Maritime Shipping" to the Ministry of TransDort. Now the 
Transport Ministry continued to deal with all policy matters 
regarding Indian Shipping. These were specified as-
Matters affecting merchant shipping and navigation and 
administration of the merchant shipping laws. 
Measures to ensure safety of life and of ships at Sea; 
Development and expansion of shipping international 
conventions relating to maritime matters: 
Provisions of facilities for training of officers 
and ratings for the merchant navy.. 
3. Indian Shipping, Bombay, vol. 40- No.6/1988. pp.19-23. 
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Regulation of employment of seamen and welfare seamen 
4 
and Development of Sailing vessel industry. 
On 26th January, 1950, Indian became a solvereign Republic 
and new national colours for Indian ships came into force. 
The Government of India has been taking effective measures 
for promoting the growth and strengthening of the merchant 
marine.^ In 1950, the Government of India considered the 
question of inviting foreign capital for. participation in 
Indian Shipping Navigation Company was invited to create two 
joint Indo-British companies. In these joint-companies the P 
& 0 Navigation company hold minority shares and it provided 
experienced management. These companies would operate ships 
under the Indian flag both of them engaging in the coastal 
trade and overseas trade. By the end of 1950, the total 
Indian tonnage was 362, 150 GRT. But this was not 
satisfactory. Until 1950, there was no systematic 
development of Indian Shipping. Since 1951, India's 
development has been planned through the Fi-ve Year Plans 
allocating the financial resources and fixing targets to be 
ventures. The P & 0 attained. Shipping development also 
became a part of the Five Year Plans.^ 
4. Rao, T.S. Sanjeeva: A Short History of Modern Indian 
Shipping, 1965, op.cit., p.155. 
5. Rao, T.S. Sanjeeva: A Short History of Modern Indian 
Shipping, 1965, op.cit., p.151. 
6. Ibid., p.167. 
7. Indian Shipping, Bombay, v o l . 34-No. 3-4/1982 p.27. 
485.26 crores. Out of t h i s Rs. 45.28 crores or 9.33 
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1st Five Year Plan was launched on 1st April, 1951, 
under the Prime Ministership of Pandit Jawaharlal Nehru. He 
was also a pioneer of the Indian Five Year Plans. Early in 
1951. there were 73 ships with a total tonnage of 217.202 
GRT on the Indian coast and 24 ships of a total tonnage of 
173,505 GRT in the overseas trade. More than half the 
coastal fleet was over 20 years of age. The total estimated 
expenditure on transport during the First Five Year Plan was 
Rs. of total estimated expenditure on transport v/as made on 
shipping and ports and harbours which consisted of Rs. 18.71 
crores or 3.86% of total transport expenditure was made on 
shipping and Rs. 27.57 crores or 5.68* of total outlay on 
transport expenditure was made on ports and harbours. The 
following table helps to understand clearly, provision made 
during the First Five Year Plan, on Transport in general and 
on shipping in particular. The Provision in the First Five 
Year Plan as frame originally and augmented later and the 
« 
estimated expenditure incurred are shown bellow. As we see 
the above table, only 3.863^  expenditure was made on the 
shipping out of table transport expenditure. This was 
nominal expenditure and not sufficient for proper 
development of shipping. To see the demand of coastal and 
overseas shipping, the commission felt that an expansion of 
tonnage was necessary but the shipping companies had neither 
the financial resources nor the ability to raise funds in 
the investment markets to finance for fleet expansion. The 
3S 
Planning Commission strongly recognised need for financial 












































SOURCE: 1st Five Year Plan - Government of India 
Planning Commission New Delhi, p.229. 
8. First Five Year Plan, Government of India, Planning 
Commission: New Delhi DP.239-240. 
The following table gives the yearwise expenditure on 
shipping during the First Year Plan. The Planning Commission 
had drawn UD the total tonnage target about 600,000 G.P.T. 
Consisting of 315,000 G.R.T. coastal trades and 283.000 
G.R.T. in the overseas trades. The tonnage target for 
shipping was not achieve in toto by the end of March 1956, 
but was virtually achieved. 
The following table shows the development of Indian 
tonnage during the plan period and also compares the Indian 
tonnage with the world tonnage. 
In the Second Five Year Plan, the tonnage target was 
fixed at 901,707 G.R.T. consisting of 412,000 G.R.T. for 
operation in the coastal and adjacent trades, 404.505 G.R.T. 
for operation in the overseas trades, 60,000 G.R.T. of tramp 
ships. 23,000 G.R.T. of tankers and 1,000 GRT of one salvage 
tug. 
The broad objectives of shipping under Second Five 
Year Plan were-
to cater fully for the needs of coastal trade with due 
regard to the possibility of diverting some traffic from 
Railways to coastal shipping, 
to secure an increasing share of India's overseas trade 
for Indian Ships, and to build up the nucleus of a 
tanker fleet. 
11. First Five Year Plan Government of India Planning 
Com.mission New Delhi , p.472 . .cwl 2 
TABLE - 4 
DEVELOPMENT OF WORLD AND INDIAN TONNAGE DURING THE FIRST FIVE 
YEAR PLAN - 1951 TO 1956. 
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World Tonnage 
Years No.of Shios G.R.T. 
Indian Tonnage 























SOURCE: Indian Shipping vol. 34-No.5/1982, p.31. 
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At the beginning of the Second Five Year Plan. Indian 
tonnage carried only 5% of the overseas trade and 40% of 
trade with adjacent countries. With the achievement of 
target of 901,707 GRT the Indian tonnage was expected to 
rise 15.^  of the country's overseas trade and 50^ of her 
trade coastal trade was carried by Indian ships. The 
following table gives detail about the target of tonnage 
during the Second Five Year Plan. To achieve target, the 
financial allocation for shipping expansion during the 
Second Five Year Plan was P.s. 45 crores. This included the 
carry-over of Rs. 8 crores from the 1st Five Year Plan. The 
total provision was later increased by Rs. 9.5 crores. The 
Shipping companies were expected to contribute to Rs. 10 
crores towards tonnage expansion from out of their own 
resources. There was also a separate provision of Rs. 1.5 
crores for purchase of a ship for operation between the 
1 "^  
m.ainland and the Andaman-Nicobar Islands. 
The provision of funds for shipping expansion was 
realised inadequate due to rise the prices of ships and the 
commission thought it might be necessary to increase the 
fund. The Plan also made the following allocations: Rs. 40 
lakhs for assistance to the sailing vessel industry, Rs. 75 
lakhs for the Nautical and Engineerinq Colleae, Bombay, and 
12. Second Five Year Plan, Government of India Planning 
Commission, New Delhi., p.481. 
13. Srivastava, S.K: Economics of Transoort. 198?.OD.cit.. 
p.442. 
TABLE - 5 
GROSS REGISTERED TONNAGE 
4 1 
Before the First At the end 
Plan of 1st Plan 
At the end 
of 2nd Plan 

















for the Marine Engineering College, Calcutta, Rs. 40 crores 
for the development of major ports and Rs. 5 crores for the 
development of minor ports, Rs. 4 crores for the development 
of lighthouses. Rs. 3 crores for the development of inland 
water transport and Rs. 9.8 crores for increasing the output 
of the Hindustan Shipyard. ^'^  The following table gives the 
outlay of First and Second Plan yearwise. 
The considerable growth has been made in the shipping 
tonnage, during the first two plans. The overall target of 9 
lakh GRT set for the end of Second Plan is likely to be 
fully achieved. Indian Ship are estimated at present to 
carry 8 to 9 percent of India's overseas trade. The 
following figures indicate the tonnage position for the 
coastal and the overseas trades at the end of the First and 
the Second Plan periods. 
The targets for overseas and coastal shipping by the 
end of the second Five Year Plan were 4.9 lakh GRT and 4.1. 
lakh GRT. he actual achievement in respect of overseas 
tonnage has exceeded the target, while in the case of 
coastal shipping there is a considerable shortfall. 
The Third Five Year Plan has envisaged a target of 1.1 
million GRT but this has been subsequently revised upwards 
to 1.3 million tons GRT although there has been no 
14. Rao, T.S. Sanjeeva: A Short History of Modern 
Indian Shipping, 1965, op.cit., pp. 206-207. 
15. Third Five Year Plan, Government of India Planning 
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TABLE - 7 
Shipping tonnage at the end of the First and Second Plans. 
1950-51 1955-56 1960-61 
Costal 2.17 2.40 2.92 
Overseas 1.74 2.40 6.13 
Total tonnaae 3.91 4.80 9.05 
45 
increase i n the funds p rov ided . The t a r g e t o f 1.1 m i l l i o n 
tons GRT c o n s i s t s o f 324,500 tons GRT of sh i pp ing in coas ta l 
t rades and 761,400 tons GRT of sh ipp ing i n the overaseas 
t r a d e s . The P l a n n i n g Commission reduced t h e t a r g e t o f 
coas ta l Sh ipp ing f rom 412,000 tons GRT at the end o f Second 
Plan t o on ly 324,500 tons GRT at the end o f t he T h i r d P lan . 
The commission has recognised t h a t the expansion o f s h i p o i n g 
should have a h igh p r i o r i t y because i t w i l l enable t o earn 
f o r e i g n e .xchange . The N a t i o n a l S h i p p i n g B o a r d had 
recommended a t a r g e t of 1420,000 GRT t o be reached by 1965-
66 but the t a r g e t had t o be reduced t o the more modest l e v e l 
o f 1 , 1 0 0 0 0 0 GRT because o f t h e d i f f i c u l t i e s i n t h e 
1 fi 
a v a i l a b i l i t y o f f o r e i g n exchange. 
I t was expected t h a t about 57 sh ips w i t h a tonnage of 
375,000 GRT would be acqu i red du r ing the p lan pe r i od of the 
t o t a l t o n n a g e , a b o u t 1 9 4 , 0 0 0 GRT a r e e s t i m a t e d t o be 
r e q u i r e d f o r r e p l a c e m e n t o f o v e r - a g e d s h i p s and t h e 
remain ing 181,000 GRT would be a v a i l a b l e f o r a d d i t i o n t o the 
e x i s t i n g t o n n a g e . Th i s would i n c r e a s e t h e t o t a l t o n n a g e 
a v a i l a b l e t o 1.1 m i l l i o n GRT. About 216,000 GRT would be 
acqu i red i n the p r i v a t e sec to r and the remain ing 159,000 GRT 
i n the p u b l i c s e c t o r . 
The f o l l o w i n g Table g ives the break-up o f the tonnage 
proposed t o be a c q u i r e d d u r i n g t he T h i r d P lan between 
16. Rao , T . S . S a n j e e v a : A Short History of Modern 
Indian Shipping, 1955. op. c i t . , pp. 207-208. 
TABLE - 8 
The ShiDDini tonnane to be acquired in the Third Plan GRT 
4si 




























SOURCE: T h i r d Five Year P lan , Government o f I n d i a , P"!ann1nn 
Commission, New D e l h i , p. 557. 
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coastal and overseas trades, both in the private and the 
public sector. 
Of the total tonnage, 132,500 GRT are required for the 
coastal trade and the remaining 242,000 GRT for the overseas 
trade. A major part of the programme for coastal shipping 
relates to the replacement of over-aged ships. 
To achieve the target which was laid down in Third Five 
Year Plan, the Planning Commission made the provision of Rs. 
55 crores for that purpose. In addition, a sum of Rs. 4 
crores was likely to be available from the Shipping 
Development Fund. The Shipping Companies are expected to 
contribute Rs. 7 crores from their own resources. A little 
more than one half of the total amount is proposed to be 
spent in the private sector and the balance on the 
programmes of the two corporations in the public sector, 
namely the Eastern Shipping Corporation and the Western 
1 A 
Shipping Corporaton. 
The Planning Commission has also allocated Rs. 20 
crores for the establishment of a second shipbuilding yard 
at Cochin. Rs. 5 crores for the manufacture of marine diesel 
engines, Rs. 130 crores for development of ports (Rs. 80 
crores for major ports, Rs. 25 crores for the Farakha 
Barrage across the Ganga, Rs. 10 crores for develoDinn 
17. Third Five Year Plan, Government of India, Government 
of India, Planning Commission, New Delhi., pp. 557-558. 
18. Ibid. 
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T u t i c o r i n and Mangalore i n t o major po r ts and Rs. 15 c ro res 
f o r minor p o r t s ) , Rs. 2 c ro res f o r housing o f dock workers 
and Rs. 6 c r o r e s f o r deve lopment o f l i g h t h o u s e s and and 
1 i g h t s h i p s . ^ ^ 
Over the next ten yea rs , I nd ian Shipping should make 
s t r e n o u s a t t e m p t t o s e c u r e a t l e a s t o n e - h a l f o f t h e 
c o u n t r y ' s ove rseas t r a d e . T h i s wou ld r e q u i r e an o v e r s e a s 
f l e e t o f about 4.5 m i l l i o n CRT. Dur ing the Four th F ive Year 
P l a n , bes ides r e p l a c i n g o b s o l e t e t o n n a g e . a g g r e g a t i n g t o 
about 200,000 GRT, a net a d d i t i o n of about 1.5 m i l l i o n GRT 
i s e n v i s a g e d . At t he end o f t h e F o u r t h P l a n , t h e t o t a l 
tonnage i n o p e r a t i o n should be around 3 m i l l i o n GRT. w i t h 
orders upto 500,000 GRT t o be met i n the e a r l y years o f the 
F i f t h p l a n . Wh i l e some e x p a n s i o n i n t h e l i n e r t r a d e i s 
a n t i c i p a t e d , t h e p r i n c i p a l d i r e c t i o n s i n w h i c h i t i s 
necessary t o ensure acce le ra ted growth are bu lk c a r r i e r s , 
tramps and t a n k e r s . Of the t o t a l a d d i t i o n 1.7 m i l l i o n GRT 
i n c l u d i n g rep lacement , on present es t ima tes , about 200000 
GRT s h o u l d be a v a i l a b l e f rom i n d i g e n o u s r e s o u r c e s . The 
coas ta l f l e e t which had a s t r e n g t h of 323,000 GRT, i s l i k e l y 
t o reach the l e v e l o f about 400,000 GRT du r i ng the Four th 
P lan . However, i t was hoped t o achieve the t a r g e t at the end 
of Four th P l a n . - The f o l l o w i n g t a b l e shows the development 
19. Rao, T . S . San jeeva : A Short History of Modern 
Indian Shipping, 1965, op. c i t . , p . 2 0 e . 
20. Fourth Five Year Plan, A D r a f t O u t l i n e Government o f 
I n d i a , P lann ing Commission, New D e l h i . , p .303. 
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TABLE - 9 
Development of Indian and World Tonnage during Annual and the 
Fourth Five Year Plan. 
WORLD TONNAGE INDIAN TONNAGE 
Years No. of GRT No. of QRT % of Indian 
Ships Ships tonnage to 
WT. 
1967 44,375 182,099,644 369 1,886,513 1.04 
1968 47,444 194,152,378 383 1,945.037 1.00 
1969 50,276 211,660,893 397 2.238,344 1.00 
1970 52,444 227,489,864 399 2,401,656 1.00 
1971 55,041 247,202,634 397 2,478,031 0.99 
1972 57,606 268.340,145 412 2,649,677 1.2 
1973 59.606 289.926,686 430 2.886.595 1.13 
1974 61,194 311,322,626 451 3.484,751 1.37 
Source of Table - Indian Shipping Vol. 37-No.1, 1985 p.27. 
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of Indian tonnage during the Fourth Plan period and it also 
compares the development of Indian tonnage with the 
development of world tonnage. The target was not achieved in 
toto but virtually achieved. 
The total cost of shipping development programme in 
the was estimated at Rs. 267 crores. Since Ships to be 
procured from abroad were expected to be acauired on 
deferred payment basis, the total payment over the period of 
the plan including payments against past commitments were 
estimated at Rs. 140 crores. About Rs. 50 crores were 
expected to be provided from the balance available in the 
Shi oping Development Fund and the resources of the Shipping 
Corporation of India and a provision of Rs. 90 crores 
fund." In addition to this, the Planning Commission 
examined in detailed in consultation with port authorities 
to develop the major ports and launched the programmes to 
develOD these major ports, These programmes entail a total 
investment of Rs. 234 crores. The port authorities were 
expected to find about Rs. 72 crores from their own 
resources for financing their development programmes in the 
Fourth Plan. The Fourth Plan made a provision of Rs. 25 
crores for the development of intermediate of Rs. 25 crores 
ports. This included Rs. 10 crores in the states and Rs. 15 
21. Fourth Five Year Plan, A Draft Outline. Government of 
India, Planning Commission, New Delhi., p.303. 
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crores for the centre.22 
The plan also made a provision of Rs. 7 crores for the 
Development of lighthouse of 24 lighthouse and 22 light 
beacons, under this programme a factory was set uo for the 
23 
manufacture of lighting equipment within the country. 
During the Fifth Five Year Plan Indian Shipping 
tonnage was growing fast to replace the foreign ships from 
the Indian overseas trade. In that plan we claimed, India to 
be the second largest shipowning nation in Asia next to 
Japan.^^ The Fifth Five Year Plan provides a target of 
Indian Shipping tonnage of 8.64 million GRT by 1978-79. 
During the Fifth Plan, the Indian Shipping tonnage would be 
adequate to carry 100 percent of country's overseas trade in 
crude oil and petroleum products, 50 percent of iron-ore 
export to Japan, 100 percent iron-ore export to Europe and 
about 50 percent of the liner trade in other commodities. 
To achieve the above mentioned target the Fifth Plan 
provides Rs. 243 crores to the Shipping Development Fund 
Committee for giving loan assistance to shipping companies 
for acquisition of ships. This includes a provision of Rs. 
37.57 crores on account of loans sanctioned by the Shipping 
Development Fund Committee to the Shipping companies during 
the Fourth Plan period. In addition to this, a provision 
22. Fourth Five Year Plan, A Draft Outline, Government of 
India, Planning Commission, New Delhi.,p.302. 
23. Fourth Five Year Plan, A Draft Outline. 
Government of India, Planninn Commission. New 
Delhi.,p.303. 
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53 
of Rs. 10 crores has been made for the grant of a subsidy to 
Shipping Development Fund Committee for meeting the cost 
involved in charging concessional rate of interest on loans 
given to the Shipping companies for purchase of shios. In 
addition, a provision of Rs. 5 crores has been made in tne 
plan for the expansion of training facilities and programrrfes 
for the welfare of Seamen and for loans assistance to the 
sailing vessels industry." 
Although there was fast development during the Fifth 
Plan, Indian lines carried only 36.21% of overseas traff-ic 
of total Indian Major ports. The following table shows the 
Cargo carried by indian lines and total Cargo carried by 
Indian and foreign lines on individual major ports and minor 
& intermediate ports separately by 1978-79. 
Shipping plays a vital role in the development o-f 
national economy. It is the largest invisible source c--^ 
foreign exchange earner. During the sixth Plan the counf"/ 
was running under heavy adverse balance of payment and "t 
was a need to develop all those sources through which 
foreign exchange could be earned. 
24. Trivedi, H.M. Indian Shipping in Perspective, op.cit. p.29 
25. Fifth Five Year Plan, Government of India, Planning 
Commission, New Delhi., p.153. 









- i 1 
































































































































































































2 ; 2 2 ; T 3 : 2 0 < c - 5 7 ^ a 3 i 
(D (B ID 0) O O -•• OJ P O 1 
s : s a - i n o t n - ' 3 3 1 
- 1 C 0 3 3 - 3 - O C 1 D " 1 
S H 0 ) a C - ' 0 ) C - ' D 3 1 
0) c 0) -'••ja 3 TT l-t 0) < 1 
3 ct •O la 3 - ct 1 
O - ' • 0 D) 0) 1 
0) o a 1 
_ . O 0) 1 
O - i r t 1 
T _.. 3 1 
(D 3 0) 1 
3 ' 
_* _ & 
-. 
CJi en ro CTI CJ) - J 
^ - ' • r ^ l D O O O C O - P ^ - O - J 
r o c j i i \ 3 c o O ) r o a ) c o c D r o 
• ^ o u D r o c o i o r o o r o c o 
- J ( 3 ) C D e n C 7 > C D - ^ . O l X > - ' 
c 3 ) O a ) e n - ^ e D - ' 0 - ' < i 3 
CO -^ ro ro cji 
•* ' • < « • « •« 
_ i _ k _ » r o c n - j c n c j ) - ' 
- i . - > . ^ 0 3 - ' < j O - ' C O - p k - ~ i 
- > i C D - ' a ) O o > o r o r o c D 
r o C D - ' - * o o - ' O c o r o 
o o ) - J c o - t » . - ' r o o o ) e D 
- ' • I ^ O c o - ^ i N i c D O C J i r o 
CO - ' CO CO ro en 
- • • - ' ( 3 ) 0 ) ^ < 3 ) r o - * - J C D 
e n c o C D C D - ~ J - ~ J - f > . ~ J r o e n 
u D c o + k - k c n e D C D e n - ' - ' 
: • . • -^ • - . , ^ ; 
c D e O - ' C O - t » . O C o O e n c n 
• ^ r o e n c D O O - ^ J O C D - * 
- - ^ l - f » - C D C D ( B - ' O O C 0 - * 
CO - * CO O) - * ro 
. . ^ . . . . X 
- ' C o e D c O - ^ c o - ^ c n ^ - j 
C D t N D e n C D C » l > 0 ( X ) O - ' C D 
-^ i-o ro ro eD -pv •-' CD C71 en 
• ^ - - . • . . • . . . . . 
r o c o c n - P > . C 7 ) e n - * o - J e n 
0 3 - » - e n c o r o c o - ' 0 - ~ J C D 
C D e o c D O C o i o c o o c o e n 
•(^ CO ro -^ 4^ ^ CD 
4 i . ( \ 0 ( £ ) _ ^ ^ ( X ) a ) . t » ' C o - » 
- * t £ ) C D - 4 - > . - ' M O > C n c n 
t o c J > C J i e n c D ^ ^ O C o o 
| N J 0 0 ~ i _ i - ^ _ L _ i o C 7 1 ^ 
• f » . - - J O ) C O t O - J C D O C O O 
- ^ • - J i o o - f » > c o o o - f > > r o 
—A — » . 
O i r o o ^ e o c D - p k - * 
0 ) e n c D - ' r o - k C 3 ) o - ~ J e D 
o -^ -fi. rji CO CO o <3) - J fi-
• ; > . t £ ) - 4 - 4 e o r t i e n c j ) ( r 5 e n 
. - . » . . , V ^ , 
e n - i - J e n c o - ~ j r o o t o u D 
- ^ i i 3 t o o > e n o e D O O C D 




























1 - I 
1 > 
1 r -





1 - 1 
1 O 
1 f-( 










































































1 — J -
1 O 








































Shipping was one of them and during this Plan a 
Drogramme of fleet expansion and Modernisation was 
launched to increase the tonnage. The target for the 
The categorywise targets are as follows. Sixth Five 
Year Plan was 7.5 million GRT consisting of 6.95 
million GRT of overseas and .55 million GRT of coastal 
shipping. Out of overseas tonnage, 1.95 million GRT was 
liners, 3.4 million GRT was bulk carriers and 1.6 
million GRT was tankers. Out of Coastal Shipping 
tonnage 5 lakh GRT was dry Cargo and 50,000 GRT was 
passenger vessels. 
Over the years, the tonnage owned by the Public 
Sector Shipping Companies viz. Shipping Corporation of India 
and Mogul line has growth to around 55^ of Indian tonnage 
the future development was proposed on the same basis, the 
Shipping industry however feels, both private and Public 
Sector Shipping Companies have ample scope for expansion and 
they should have equal support to meet their acquisition 
27 
programmes. 
A c c o r d i n g t o L l o y d ' s R e g i s t e r o f S h i p p i n g 
S t a t i s t i c a l Table f o r 19S5 (Ships o f 100 GRT and over) 
the Ind ian f l e e t d u r i n g 6 th Plan by 1984-85 improved 
i t s p o s i t i o n f r o m 6 t h t o 1 5 t h r a n k among w o r l d 
sh ipowning c o u n t r i e s w i t h an i n c r e a s e i n t h e t o t a l 
27. Indian Shipping, Bombay, V o l . 34-No.1/1982. p .6 . 
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tonnage by 1.90 lakh GRT to 6.60 million GRT. The percentage 
share of India's tonnage to world tonnage also increased 
from 1.41 to 1.59 during the Sixth Five Year Plan. The 
following table gives the details of growth of Indian and 
world tonnage during the sixth Plan. 
To achieve the above mentioned target, the Planning 
Commission provided Rs. 720 crores for central sector for 
shipping. This included Rs. 705 crores for loans to Shipping 
Development Fund Committee and Subsidy to SDFC which would 
cover the acquisition of tonnage from Indian Shioyard and 
also meet the commitments arising out of deferred credits to 
be utilised from abroad. Adequate provision has been made 
for expansion of training facilities and for carrying out 
the programme for the welfare of seamen. Funds have also 
been allocated for giving loans to sailing vessels industry 
for mechanisation and modernisation of the sailing vessels. 
In the state sector, a provision of Rs. 35.10 crores has 
been made for purchase of vessels by the maritime states."" 
Addition to this the Planning Commission provided Rs. 26.66 
crores to the various states and union Territories for the 
development of Inland Water Transport and Rs. 72.18 crores 
for ports development in various states and Rs. 32 lakh for 
lighthouses. The following table depicts the clear picture of 
28. Indian Shipping, Bombay, vol. 38 - No.1-2/1986. p.3. 
29. Sixth Five Year Plan. Government of India. Planning 
Commission New Delhi, D.307. 
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TABLE - 12 
Growth of Indian and World Tonnage 1980 to 1985 
(Ship of 100 GRT and above) 
Percentage 
World Tonnage Indian Tonnage of Indian 
Tonnage 
Year No.of QRT No.of GRT World 
ships ships Tonnage 
1980 73,832 419,910,651 616 5.911,367 1.^ 1 
1981 73,864 420,834,813 620 6,019,902 1.43 
1982 75,151 424,741,682 644 6,213,489 1.46 
1983 76,106 422,590,317 677 6.226,646 1.47 
1984 76,068 418,682.442 710 6.414,741 1.53 
1985 76,395 416,268,534 741 6,604,548 1.59 
SOURCE: Indian Shipping Bombay, vol. 41-No. 2-3/1989, p.29. 
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The following table shows the clear picture of total outlay given to 
centre for the development of ports and lighthouses. 
TABLE - 13 
Sixth Plan Outlay (among States and Union Territories) 
(Rs.crores) 
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26.66 72.18 35.10 32 
SOURCE: Sixth Five Year Plan, Government of India, Planning Commission 
1 or New Delhi, p.387. 
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total outlay, was made during the Sixth Five Year Plan. 
The target for the Seventh Five Year Plan was proposed 
by the Working Group of the Planning Commission at 10 
million GRT in operation and 1 million QRT on order. The 
share of Indian ships in the carriage of India's trade was 
very low. During this plan the Planning Commission took the 
step for modernisation and improvement in productivity to 
increase the share of Indian ships in the carriage of 
India's trade from some 26% to 50% in the dry bulk, and from 
about 29% to a minimum 40% in general Cargo trade. The 
seventh Plan proposals envisage a selective replacement of 
2.5 million GRT with a view to improving the competitive 
capacity of Indian ships by acquisition of modern fuel 
efficient tonnage and specialised tonnage like edible oil 
and phospheric acid carriers, container ships etc. Tonnage 
planned to be replaced would include in 550,000 GRT general 
cargo ships, 870,000 GRT dry bulk carriers and 960,000 GRT 
tankers, in addition to same 120,000 GRT coastal tonnage.'^ '^  
Working Group has also proposed gross addition of 5 
million GRT during the seventh Plan period and net additions 
of 2.5 million GRT excluding of 1.14 million of GRT already 
on order to be delivered during the Plan period. The net 
addition recommended by the Working Group (beside 
-replacements) envisage 790,000 GRT liner 2.07 million GRT 
30. Indian Shipping, Bombay, vol. 37- No. 5/1985. p. 3 
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dry bulk and 590,000 GRT tanker tonnage.31 
During the Seventh Five Year Plan, the surface 
transport ministry have expressed their growing 
dissatisfaction over the slow and receding growth of the 
Indian Shipping. At the end of 1990, the operational tonnage 
of the Indian Shipping expanded only by a net 1.45 lakh GRT 
and 14 ships. This achievement during the entire Seventh 
Plan, was defaced by the poor pace of acquisitions, and it 
appeared that the plan period will close with a much 
depleted tonnage. The total Indian Shipping tonnage was 
6,056,950 GRT with 420 ships at the end of December 1990.^-
To achieve the said target the. total outlay of Rs. 
693.42 crores only has been provided for shipoing for the 
seventh Plan period out of the total outlay Rs. 133.46 
crores has been given to the state sector for the Shipping 
development. In addition to this the Planning Commission 
provided Rs. 1104.79 crores for development of 10 m.aior 
ports and 139 minor intermediate ports located on the vast 
coast line to meet the growing needs of the Sea borne trade 
and upgradation of existing and construction of new oorts. 
In addition to this Rs. 30 crores has been given for the 
development of lighthouses and "lightships during the seventh 
31. Indian Shipping, Bombay, vol. 37- No. 5/1985, p. 3. 
32. The Economic Times, (daily Newspaper) Thursday 4. 
April 1991 , Delhi Publication, p.10. 
33. Seventh Five Year Plan, Government of India, Planning 
Commission, New Delhi, p.227. 
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TABLE - 14 
The agewise analysis is given bellow. 
Ane-wise Analysis of Indian Ships in operation as on 31-12-1990, 
Ane group No.of ships GRT DWT 
Overseas: 
Under 5 years 
5 to 9 years 
10 to 14 years 





20 years & above20 
Total overseas 258 
Coastal 
Under 5 years 6 
5 to 9 years 10 
10 to 14 years 8 
15 to 19 years 19 
20 years & aboye25 
Total Coastal 68 
Total overseas 326 
6 coastal 
Offshore Supply Vessels 
under 5 years 3 
5 to 9 years 70 
10 to 14 yea-rs 8 
15 to 19 years 4 
20 years & above 9 
Total OSVs 94 
Total 420 









































Th is t a b l e does not take i n t o account a d d i t i o n a l 13 shiDS of 
158.059 QRT (217.292 DWT) not i n operat ion/due t o be scrapped. 
SOURCE: The Economic Times ( d a i l y Newspaper) Thursday 4, A o r i l -
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than the target of 7.5 million GRT. Fixed for both 6th and 
7th Plans. The tonnage acquisition Committee last year has 
projected replacement of 125 vessels of 2.97 million DWT and 
additional acquisitions of 230 ships of 4.77 million DWT by 
1994-95. But the real scene is that there has been a slow 
down in the pace of acquisition to the national fleet since 
the beginning of 1991. The year of 1991 and beginning of the 
92 are the lowest declining period in the history of Indian 
shipping. In 1991 the strength has declined from 420 ships 
of 6.06 million GRT (9.97 million DWT to 415 ships of 5.95 
million GRT (9.69 million DWT) and further to 412 ships of 
5.91 million GRT (9.64 million DWT) on 1.4.1992."^ ® 
After implementing the revised 8th Plan the position of 
Indian Shipping is improved. During April/May 1992, 10 ships 
of 194,730 GRT (311,268 DWT) are increased and 3 ships of 
79,386 GRT (139,436 DWD) are deleted. The strength of total 
fleet on 1.6.1992 stood at 6.02 million GRT (9.81 million 
D.W.T). The additions comprised 3 bulk carriers of 67,959 
GRT (112,712 DWT) and 2 oil tankers of 103,550 GRT (186.743 
DWT) in the overseas trade and 2 Ethylene Gas carriers of 
6,070 GRT (2,450 DWT), 2 Mini Bulk carriers of 2.956 GRT 
(4,400 DWT) and 1 passenger-cum Cargo vessel of 14,195 GRT 
(4,963 DWT). The latest position of Indian shipping as on 
1.6.1992 is 419 ships of 6.02 million GRT (9.81 million 
DWT). We can see the whole scenerio of Indian Shipping 
36. Indian Shipoinn, Bombay. Vol. 44- Nos. 1-2/199^ 
p.5. 
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tonnane from 5th Plan to 8th Plan to put a glance on the 
following table."^ ^ 
TABLE - 16 
INDIAN SHIPPING TONNAGE 
(Million GRT) 
Period tonnage 
End of Fifth Plan (March 1979) 5.58 
End of Annual Plan (1979-80) 5.54 
End of Sixth Plan (March 1985) 6.32 
End of Seventh Plan (March 1990) 5.98 
End of March 1991 6.03 
End of Eiqht Plan (March 1997)(Projected) 7.00 
SOURCE: The Econom'ic Times (daily Newspapers) Friday 
4th September 1992 (Supplementary) New Delhi Publication. 
P.I. 
37. Indian Shipping, Bombay, Vol. 44- Nos. 1-2/1992. 
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CONCLUSION 
It may be concluded that the systematic development of 
Indian Shipping was made during the planning period. The 
Shipping development during the 1st to 6th Plans was 
satisfactory. Though tonnage target of all these Plans was 
not achieved in toto, there was near the target achievement. 
During the Seventh Plan there was recession in the shipping 
development. The achievement at the end of Seventh Plan was 
very low. To see the depressing achievement during the 
Seventh Plan Period, the tonnage target of the 8th Five Year 
Plan was reduced from 7.5 million GRT to 7 million GRT. In 
the beginning of 8th Plan a green signal was seen in the 
development of shipping tonnage. It is now expected that the 
achievement in the shipping sector in the VIII plan will be 
on the right lines. In the next Chapter Problems and 
prospects of Indian Shipping will be discussed. 
CHAPTER III 
PROBLEMS AND PROSPECTS 
OF INDIAN SHIPPING 
f)8 
PROBLEMS AND PROSPECTS OF INDIAN SHIPPING 
In the preceding Chapter, an analysis of the 
development and growth of Shipping during plan period was 
made. It was observed that all the plans for developing 
Shipping transport were total failure to achieve the target 
laid. The performance of Shipping development during this 
period was poor. If we go into the reason for slow 
development of Indian Shipping we find that it faces with a 
number of problems, difficulties and drawbacks. Some of them 
are explained in detail in the pages that followed. This 
Chapter examines the problems and prospects of Indian 
Shipping. 
Despite the fact that Indian Shipping fleet consists of 
419 Ships of 6.02 million GRT (9.81 million DWT) as on 
1.6.1992. it is inadequate to meet the requirements of the 
increasing overseas traffic. Indian Shipping does not share 
more than 37 percent of its overseas trade even todav. Day 
by day, over the last many years foreign ships have been 
capturing the Indian overseas trade and Indian Shipping 
became a prey for foreign lines. Because Indian Shippers 
need only a name plate and a letter-head to be a shipping 
agent in India, they need only a name plate and a letter-
head to be a freight-broker in India, they need only to be 
1. Indian Shipping, Bombay, Vol. 44-Nos. 1-2/1992. p.5 
fin 
registered as a customs house clearing and forwarding agent 
in India. Thus the three main links in the chain of booking 
and shipoing of Indian cargoes are unregulated and owe 
allegiance to country." On the otherhand Indian ShiooTng is 
very much deficient in tankers and bulk carriers. We imoort 
crude petroleum from foreign countries in huge quantity but 
Indian tankers are not import petroleum. In the same way we 
export and import other bulky items like iron ore. coal. 
steel, building materials, food grains, minerals, machinery, 
salt etc. both in overseas and coastal trade. To exDort and 
import these bulky items, bulk carriers are needed. Indian 
Shipping is quite inadequate in bulk carriers to exDort and 
import of bulky goods through the sea routes. Bes-ides the 
scarcity of tankers and bulk carriers, Indian Shipping fleet 
IS deficient in passenger ships also. 
The next problem is the uncertainly of bulk cargo on 
long term basis due to rail-road competition for coastal 
shipping and ineffici-ent and non-competitive services of 
Indian Shipping foroverseas trade. For coastal Shioping 
bulk cargoes are not available regularly. Some times it has 
to wait for long period to get bulk cargo because customers 
have to perform various formalities at the time of loading 
and unloading. Therefore, they prefer rail-road transport 
2. Indian Shipping Bombay, vol. 34-No. 5/1982, D.10 
3. Jain, J.K:- Transport Economics - 1990.. oo.ci 
p. 440. 
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than coastal shipping. As for as overseas shipping is 
concern. Indian Shipping is very inefficient and non-
competitive. Its services are so poor that no one prefers 
the Indian Shipping for overseas trade. 
The other important problem is the relation between 
public and private companies. Both the public and private 
companies are operating in Indian Shipping. Public company 
is given undue weightage and private company is Squeezed out 
by the government. As same Shipping Corporation of India is 
a very large scale organisation, has got all the advantages 
of external economics apart from the patronage of the 
government. Undue emphasis on centralised planning, 
commanding role of the public sector together with wrong 
policies like excessive protection of industry from 
competition has proved to be damaging for the industry. It 
has already started competing with other companies. There is 
urgent need of clear-cut policy, allocation of traffic and 
routes and some sort of coordination between the two 
sectors so that both may survive and flourish 
simultaneously. This is amply reflected in the pathetic 
performance of the public sector shipyards. Tardy execution 
of labour is due to severe bottlenecks like feather bedding 
4. Indian ShioDinQ. Bombay vol. 37-Nos. 10-11/1985.. 
pp. 17-18. 
5. The Economic Times., 4 September 1992., p. II 
supplementary. 
6. Jain, J.K: Transport Economics- 1990, op.cit. p.442. 
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o f l a b o u r , l e t h a r g i c a t t i t u d e o f management and l a c k o f 
economies o f s c a l e . Al though the p u b l i c s e c t o r s are running 
under heavy l o s s and debt t r a p , t h e s e compan ies f a c e an 
adverse debt e q u i t y r a t i o of 1:13 and are h e a v i l y weighed 
down by h igh i n t e r e s t burden. Many Shipp ing companies c losed 
t h e i r f u n c t i o n i n g and met t o l i q u i d a t i o n due t o h igh debt 
t r a p . 
A c r u c i a l p rob lem be fo re t h e I n d i a n S h i p p i n g i s t he 
n o n - a v a i l a b i l i t y o f adequate f i n a n c e . Most o f t he Shipping 
companies everywhere i n the wor ld s u f f e r e d severe f i n a n c i a l 
se t back d u r i n g t h i s unprecedented recess ionary phase. In 
I n d i a w h i l e s e v e r a l s h i p p i n g companies have had t o c l o s e 
down t h e i r o p e r a t i o n , more p o t e n t i a l l y v i a b l e companies 
cou ld s u r v i v e w i t h spec ia l r e h a b i l i t a t i o n package f o r t h e i r 
r e v i v a l and g r o w t h . Few companies because o f t h e i r f a r -
s i gh ted p o l i c i e s and b e t t e r managerial c a p a b i l i t i e s cou ld 
w i t h s t a n d t h e c r i s i s and have come o u t w i t h o u t much 
Q 
f i n a n c i a l damage. As we know t h a t sh ipp ing i n d u s t r y i s a 
c a p i t a l i n t e n s i v e , huge c a p i t a l s a r e r e q u i r e d t o o p e r a t e 
t h i s i n d u s t r y . Most o f the s h i p s f o r o v e r s e a s t r a d e are 
brought f rom abroad t o face the c o m p e t i t i o n i n the wor ld 
m a r k e t . To a c q u i r e f o r e i g n s h i p s , f o r e i g n exchange i s 
needed. Sh ipp ing Development g r a n t i n g . Loans i n the forum of 
rupee and f o r e i g n exchange f o r s h i p s a c q u i s i t i o n t o t h e 
7. The Economic Times, 4 September 1992, p . I I Supplementary. 
8. Indian Shipping, Bombay v o l . 4 1 - Nos. 6 - 7 / 1 9 8 9 . , p .5 . 
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s h i p p i n g companies on the u n i f o r m b a s i s . A l l s h i p p i n g 
companies cou ld get f i n a n c i a l ass i s tance t o acqu i re shios 
f rom abroad as we l l as t o meet t h e i r f i n a n c i a l reaui rements. 
But t he S h i p p i n g Development Fund Commi t tee i n t h e l a s t 
decade change i t s p o l i c y and s t a r t e d g i v i n g loans t o those 
sh ipp ing companies which have no l i q u i d resources of t h e i r 
own . T h i s was c a l l e d t h e need base p o l i c y f o r g i v i n g 
a s s i s t a n c e . The Sh ipp ing Companies w h i c h b u i l d up t h e i r 
l i q u i d and cash resources because o f t h e i r e f f i c i e n c y were 
e i t h e r no t g r a n t e d a s s i s t a n c e a t a l l o r g r a n t e d meager 
ass i s t ance . Th is s o r t o f p o l i c y may perhaps good f o r small 
s c a l e o r medium s c a l e i n d u s t r y . Bu t f o r t h e c a p i t a l 
i n t e n s i v e i n d u s t r y l i k e sh ipp ing where cores o f rupees are 
requ i red f o r purchase of s h i p s , the need based approach was 
erroneous and slowed down the development o f s h i p p i n g . The 
e f f i c i e n t S h i p p i n g Companies who c o u l d have imp lemented 
tonnage a c q u i s i t i o n programme e f f i c i e n t l y and speed i l y were 
denied ass i s t ance . The companies which were l imp ing along 
were g iven ass is tance and these comoanies due t o pauc i t y of 
t h e i r own r e s o u r c e s and l a c k o f e f f i c i e n c y c o u l d n o t 
c o n t r i b u t e adequa te l y t o the s h i p p i n g g r o w t h . S h i p p i n g 
Development Fund Commi t tee ' s l o a n s a t low i n t e r e s t are 
granted not on ly t o prov ide the f i n a n c i a l resources but a lso 
t o reduce the t o t a l " a n n u a l coasts o f Ships by reducing the 
C a p i t a l C h a r g e s and m a k i n g them c o m p e t i t i v e i n t h e i r 
9. Indian Shipping, Bombay v o l . 34- Nos. 3 -4 /1982 . , D . 2 4 . 
international operation where shipping of their flags 
receivers substantial financial and fiscal assistance from 
their respective governments. By denial or reduction of 
loans to Indian Shipping Companies who are having good 
liquidity position and excellent cash-flows, they are denied 
the assistance of low interest rates on their capital in 
international competition. This also involves discrimination 
among India Shipping Companies. The Shipping Companies who 
by their efficiency and low cost structure have built up 
good liquidity position and who are in a position to bring 
about the speedy growth of dicap by denial of loan 
assistance. If Shipping Development Fund Committee's 
objective is to bring about the speedy growth of Indian 
Shipping, the policy followed by the Shipping Development 
Fund Committee in the grant of loans does not promote this 
objective. The Shipping Development Fund Committee was 
established under the Merchant Shipping Act for the soecific 
purpose of development of shipping. By denying assistance to 
shipping companies which had demonstrated their efficiency 
and ability to grow, the attainment of the objective of 
speedy development of Shipping was given a go-by. It is not 
the function of the development financing institution like 
the Shipping Development Fund Committee providing loan 
assistance to only those companies who had no liquidity or 
cash resources their own and are not able to face the 
competition in the world market. This discriminatory policy 
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o f The S h i p p i n g Development Fund Commi t tee does n o t make 
on ly handicap the Ind ian Shipping but a l so t o s t r a n g l e the 
g rowth o f I n d i a n S h i p p i n g . I f t h e p o l i c y o f S h i o o i n g 
D e v e l o p m e n t Fund C o m m i t t e e was n o t l i b e r a l i s e d , o u r 
dependence on f o r e i g n ships w i l l con t inue f o r a long pe r iod 
r e s u l t i n g i n l oss o f earn ing and saving f o r e i g n exchange in 
1 9 
the form of freight, reduced export etc. 
A major hurdle in the growth of Indian Shipping are 
uneconomic unit of operation and increasing operating cost. 
Nearly 60 percent of total cost of a ship is represented by 
material cost, while nearly 15 percent are direct labour 
costs and the rest are the overhead costs. Due to heavy 
custom duty, the landed cost of imported materials needed in 
shipbuilding like steel, cables, diesel engines and 
auxiliary machinery etc. tend to be very high. The cost of 
steel and paints are 100 percent higher than international 
prices, diesel engines and cables are 200 percent and 300 
percent higher than the international needed by the shioping 
loads the higher prices of Indian Shipping which is more 
costlier than foreign ships. The Indian Shippers prefer 
foreign ship because they are cheaper and more superior 
1'' than indigenous ships. 
10. Indian Shipping, Bombay vol. 34-Nos. 3-4/1982 p.24. 
1 1 . Ibid. 
12. J a i n , J .K : TransDort Economics. . 1990 o p . c i t . 
p .443. 
13. The Economic Times, 4 A p r i l 1992. , New De lh i D . 1 1 . 
7f) 
TABLE - 1? 
Agewise Analysis of Indian Fleet 
(As on 31st December 1991) 
Age-Group No.of Ships GRT (Million) % 
Upto 5 years 87 1 .20 20 
6 to 10 years 120 1.43 24 
11 to 15 years 100 2.07 35 
16 to 19 years 68 0.97 16 
Above 20 years 43 0.28 4 
418 5.95 100 
Source: Indian Shipping vol. 43-No. 12/1991, p.31. 
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they are in great demand overseas. These trained officers 
are leaving the country in large numbers to take up 
employment on foreign flag ships. The exodus has become so 
large and the shortage for Indian flag ships so acute that 
it is extremely difficult to operate even the existing fleet 
and it will be impossible to expand the fleet unless the 
problem is resolved. The modern ships are bigger, faster 
and very sophisticated and only the trained navigators and 
naval engineers can handle them efficiently. In fact today 
some ships are being held up due to non-availability of the 
prescribed compliment officers. Brief s 
subject is given bellow:-
Indian officers working on foreign flag"\^  




Available for working on Indian flag 
Vessels - 4,000 
Total number of trained Indian officers - 14,000 
Thus the ratio of Indian trained officers employed on 
foreign flag vessels and Indian flag vessels is 5:2 out 
of seven trained officers 5 are employed on foreign 
flag ships while are employed on Indian flag ships. 
The situation has not improved even with substantial 
increase in the emoluments of the personnel because 
16. Indian Shipping Bombay, vol. 41- No. 12/1989., p. 9. 
17. Indian Shipping, Bombay, vol. 41- No. 12/1989., p. 14 
/5 
of continuing tax liability. This remains unresolved by the 
amendment carried out in section 6 of the Income Tax Act in 
1990 which gives the benefit only to a small section of 
officers/Seamen employed on Indian Ships operating outside 
Indian territorial waters for not less than 183 days in a 
year. A large number of other officers and crew employed on 
1 8 
Other ships do not quality for this benefit. Thus this 
situation of shortage in manpower continues and even with 
further induction of new trainees. It may not improve since 
they also might migrate to foreign flag employment. It is 
therefore very necessary that the tax benefit is extended to 
all seafarers employed on Indian Ships. Whether they are 
plying in overseas trade or on the coast in the absence of 
this the industry justifiably apprehends the manning 
problems of existing ships may continue to be with us and 
along with it the safety of the ships may suffer. While 
further growth of the industry may be adversely affected for 
1 9 
want of adequate manpower. This acute problem of manpower 
shortage has arisen mainly due to continuing large outflow 
of qualified Indian officers from employment on Indian Ships 
to foreign flag ships by lure of much higher wages which 
they earn net without having to pay any tax on it.^ *^  Side by 
side, it is necessary to expand the capacity of existing training 
IS. Indian Shipping Bombay, vol. 43-No. 5/1991., p. 10 
19. Ibid. 
20. Indian Shipping Bombay vol. 42-No. 5/1990.,p.6. 
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f a c i l i t i e s as a l so upgrade them i n tune w i t h aspects e t c . 
The s h i p p i n g i n d u s t r y on i t s p a r t has i n i t i a t e d c e r t a i n 
measures t o augment t r a i n i n g f a c i l i t i e s f o r o f f i c e r s . " The 
manpower d e v e l o p m e n t was an i m p o r t a n t s u b j e c t t h a t 
c o n s t i t u t e s t h e key e l e m e n t f o r s u c c e s s o f s h i p p i n g 
companies. The a b i l i t y and the c o n t r i b u t i o n s o f the master 
and o t h e r p e r s o n n e l who man t h e s h i p s assume g r e a t 
s i g n i f i c a n c e t o a shipowner who i n v e s t c ro res o f ' r u p e e s i n 
a c q u i r i n g a s h i p . He p a i d g l o w i n g t r i b u t e s t o t h e 
c o n t r i b u t i o n s o f t r a i n i n g e s t a b l i s h m e n t s i n t h e c o u n t r y 
impar t ing t r a i n i n g i n Nau t i ca l and Engineer ing streams which 
had produced q u a l i t y personnel w ide l y recognised the World 
over and urged them con t inue t o ma in ta in t h e i r t r a d i t i o n of 
exece l lence .~~ 
Other impor tan t problem i n the way o f I nd i an Shipoing 
i s slow development o f s h i p b u i l d i n g and s h i p r e p a i r s . 
Al though I n d i a has 52 s h i p b u i l d i n g yards s i x major and r e s t 
s m a l l , the m a j o r i t y o f the I nd ian f l e e t merchant ships are 
imported f rom abroad. High c o s t , low q u a l i t y , long d e l i v e r y 
t ime are the major f a c t o r s which make i t imported sh ip more 
a t t r a c t i v e . Th is has r e s u l t e d i n scanty o rders f o r I nd ian 
Sh ipyards and u n d e r u t i 1 i s a t i o n o f s h i p huge c o n t i n u o u s 
l o s s e s . The l o c a l t a x e s , o c t r o i ( u n l i k e i n f o r e i g n 
c o u n t r i e s , I n d i a n S h i p p i n g s have t o pay t h e l o c a l t a x e s 
2 1 . Ind ian Sh ipp ing , Bombay, v o l . 4 3 - N o . 5 / 1 9 9 1 . . p.10 
22. Ibid. 
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and octroi) amount is nearly 25 percent of the total cost of 
the ships. An imported ships became cheaper since no import 
duties are levied on it. This is the major lacuna for the 
Ship-building policy in India. In fact, this discourages 
domestic shipbuilding activities. The delivery time taken by 
the Indian Shipyards is too long when compared with their 
counterparts abroad. This is so because of the fairly long-
time needed in acquiring the required materials. For 
instance, to obtain necessary steel, 10 to 14 months are to 
be needed. Similarly to get main engines and switch boards, 
O A 
etc. two to three years time is needed. 
Problems relating to ports & port development are also 
very significant . The limited capacity of port to provide 
shelter, loading and unloading, and repairs in the form of 
docks, berths, quays, jetties, causes delay, inconvenience, 
and over-crowding at the port side. Efforts are being made 
to expand the capacity of all important and major ports of 
India to meet the increasing needs of traffic by seas-borne 
trade. But still the port accommodation is limited. Storing 
and warehousing facilities are also limited at the port 
sites. Since the volume of traffic has increased much, there 
is a need to expand the warehousing facilities in the port 
23. The Economic Times, 4 April 1991., New Delhi., p.11. 
24. Ibid. 
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25. Indian Shipping, Bombay vol. 34-No. 1/1998., p. 10, 
towns and at the site of the port.^ Inadequate crar •anes and 
outdated technology available at Indian ports, port 
congestion, old loading and unloading machines at ports, 
inadequate lighting, light-ships, light houses etc. at 
Indian ports are the common problems of the ports. Regular 
strike by port workers is also a problem of port. The most 
important problem of ports is the lack of minor ports. Due 
to lack of minor ports, there are huge crowd and congestions 
on major and small ports. 
The most important and current problem before the 
Indian shipping is the devaluation of rupee. As is the case 
with the devaluation of ruppee, the debt service liability 
on existing foreign exchange loans would increase sharoly. 
The profit generated would not be sufficient to meet debt 
service obligations on foreign exchange loans taken to 
acquire ships. Partial convertility and the inherent 
devaluation in the value of rupee would weaken the balance 
sheet of existing companies in dollar terms. This would 
inter alia affect their ability to raise loans in the 
international market. Only few Indian Shipping Companies 
would be able to acquire Shipping tonnage in the near future 
particularly due to the weakening of their balancesheet in 
dollar terms and cash flow difficulties in servicing foreign 
exchange debt.^^ Most of the ships are bought by Indian 
26. The Economics Times, 4 April 1991., New Delhi., p. 12. 
27. Financial Express 3 Aoril 1992, New Delhi., D.7. 
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shipowners from abroad. Now the prices of foreign ships has 
become very high due to devaluation of rupee. The prices of 
indigenous ships will also be very high, because the 
materials which are used by the Indian Shipbuildings, are 
imported from foreign countries. Due to devaluation of own 
currency, the prices of these materials has become very 
high. Now the Indian shipbuilding will not stand anywhere in 
the world market. On the one hand the developed countries 
are trying to reduce their prices of ships to develop their 
modern production technology and on the other hand the 
prices of Indian Ships are going to increase on geometrical 
proportion. This increasing trend of Indian ships' prices 
will not only reduce the demand and order but collapse the 
28 
Ind ian S h i p b u i l d i n g . In s p i t e o f the f a c t t h a t the re are a 
number o f problems and d i f f i c u l t i e s i n the development of 
I n d i a n S h i p p i n g , i t has b r i g h t p r o s p e c t s . I n d i a i s 
surrounded by sea f rom th ree s ides and she has many good 
n a t u r a l p o r t s . T r a d i t i o n a l l y I n d i a i s an a g r i c u l t u r a l 
c o u n t r y bu t now she i s moving t o w a r d s i n d u s t r i a l i s a t i o n . 
Many C o u n t r i e s i n t he w o r l d have changed t h e i r c l o s e d 
economy t o the market economy and I n d i a has good t r a d e 
r e l a t i o n s w i t h t h e s e c o u n t r i e s as w e l l as w i t h o t h e r 
c o u n t r i e s a l s o . As we know t h a t 70 t o 80 p e r c e n t 
i n t e r n a t i o n a l t r a d e i s p e r f o r m e d t h r o u g h t h e s h i p p i n g 
t ransDor t and Ind ian government has taken va r ious steps to 
28. Financial Express, 4 A p r i l 1992. , New D e l h i . , p .6. 
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flourish the Indian shipping to have good trade relation, to 
earn foreign exchange to meet the present badly adverse 
balance of payment. Transportation technology has undergone 
for more changes in this century than in the history of 
29 carnage. 
The Annual budget 1992-93 i s h i s t o r i c f rom the p o i n t of 
v iew o f s h i p p i n g i n d u s t r y i n more t h a n one r e s p e c t . The 
government has p laced a tremendous emphasis on development 
of i n f r a s t r u c t u r e and has recognised sh ipp ing as a p a r t o f 
i n f r a s t r u c t u r a l f a c i l i t i e s f o r i n t e r n a t i o n a l as w e l l as home 
t r a d e . The o u t l a y f o r sh ipp ing has almost doubled f rom Rs. 
617 c ro res i n 1991-92 t o 1,222 c ro res i n 1992-93. '^° 
The most i m p o r t a n t move o f t h e government w h i c h may 
make the f u t u r e o f I nd ian sh ipo ing b r i g h t i s the p o l i c y of 
p r i v a t i s a t i o n . More and more n a t i o n s a r e a c c e p t i n g 
p r i v a t i s a t i o n as an a n t i d o t e t o t h e i r e c o n o m i c i l l s . 
Sh ipp ing i n d u s t r y , being g loba l i n na tu re , i s l i k e l y t o be 
one o f the f i r s t few t o enjoy the f r u i t s o f p r i v a t i s a t i o n . 
This w i l l sweeo many segments s h i p b u i l d i n g , shipowning and 
S h i p o p e r a t i o n , s h i p agency, p o r t h a n d l i n g and e t c . The 
impact o f such p r o d u c t i v i t y i n s h i p b u i l d i n g and g r e a t e r 
c o m p e t i t i o n e s o e c i a l l y among y a r d s f r om t h e deve lopmen t 
c o u n t r i e s , f o r e i g n i n v e s t m e n t i n s h i p p i n g a c t i v i t i e s 
p a r t i c u l a r l y by the developed w o r l d , l i b e r a l i s a t i o n of s t a t e 
29 . Financial Express, New D e l h i . 31 O c t . , 1 9 9 2 . , D . 1 4 , 
30 . Financial Express, New D e l h i , 3 A p r i l 1 9 9 2 . , p. 7. 
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government and the buyer.32 
The marine industry has changed its aoproach and image, 
today it can be described as an evolutionary industry with a 
vision for wider than ever before. It has of necessity to 
take a more entrepreneurial and skillful approach. As the 
cost of fuel exploded, it become imperative to cut costs by 
energy saving, manpower planning, better organisation, 
cooperation and administration. To achieve this, the battle 
was on to see who could develop fuel saving machinery, less 
costly equipments evolve other efficient methods and means 
by which ships could operate for more economically. To meet 
these growing challenges, many Maritime countries of the 
world are spending larger sums on "Ships of the future" 
prospects.^^ 
To go by in this race, the government has adopted 
various steps to develop all the Indian ports and, firstly 
has taken Bombay port, first natural harbour of the world. 
The Working Group of the Planning Commission has proposed an 
investment of over Rs. 600 crores which includes about Rs. 
250 crores for continuing schem.e and over Rs. 360 crores for 
new schemes. The proposed schemes mainly aim at Replacing, 
modernising old assets at Pir Pau, Indira Dock, Jawahar 
Dweep and replacement reconstruction/development of 
32, The Economics Times, New Delhi, 4 September 1992. 
p.II, Supplementary. 
33. Indian Shipping, Bombay vol. 40-Nos. 3-4/1991.. p.11 
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submarine pipelines warehouses, sheds cargo-handling 
equipment. Improving port operations in the areas of 
lighting, setting up of training centres, coputerisation, 
installation telecommunication. Providing additional 
facilities for cold storage, Cargo handling, handling for 
trans-harbour passengers and development of fisheries at 
Titwala. Environmental upgradation and pollution control 
with skimmer facilities, greening and slum rehabilitation-
Welfare schemes, for construction of quarters, equipment for 
hospital, sport club and streamlining of canteen etc. over 
and above all this the government of India had entered mto 
an agreement with the "Asian Development Bank" under which 
the port of Bombay will be receiving a loan to the tune of 
U.S.$ 51.1 m.illion for the port development. 
The new industrial policy of India has provided 
sufficient scop for the development of Indian Shipping. The 
decision to allow private participation in major public 
sector undertaking with reasonably attractive packages has 
further brightened the foreign investment in the country. •^^ 
The government has invited korean shipyards to inter into 
partnership with the Indian Shipyards and offered them 51 
percent equity participation. Many other foreign shipping 
companies have invited to invest upto 51 percent equity 
capital with their modern technology to bring the Indian 
34. The Economic Times New Delhi 4 September, 1992 pp. 
II-III, Supplementary. 
35. The Economic Times New Delhi 2 April 1992.. p.6. 
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Shipping at the level of world competition.36 
CONCLUSION 
In conclusion of this Chapter it may be noted that 
Indian Shipping has been facing a number of impediments in 
the way of development since its inception and origin. After 
independence the government overcome the various problems 
but still it has many difficulties and problems. Although 
Indian shipping has its bright future in coming days. In the 
new industrial policy, the policies of liberalisation, 
privatisation and globalisation will go a long way in 
solving the various issues and problems which one 
confronting this sector. The government has invited many 
developed countries to invest equity capital in the public 
sector units. Recently the government has invited a Korean 
Shipping Company to invest and to be a partner in the 
Hindustan Shipyard. These foreign investors are coming with 
their modern technology and thus they would raise the flag 
of Indian Shipping to face the world competition. In the 
next chapter, the conclusion and finding of this research 
work will be orovided. 
36. Financial Express New Delhi 2 April 1992. p.6 
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CONCLUSIONS AND SUGGESTIONS 
In the preceding chapters, an appraisal of role and 
significance as well as growth and development of Indian 
shipping has been examined. An analytical study of various 
problems and prospects relating to shipping transport in 
India has also been made. This chapter gives the conclusions 
and findings of this dissertation. It also contains 
suggestions for improving the working of the shippings 
sector. It has been observed that water transport is as old 
as the history itself. Today, the modern shipping plays a 
significant role in shaping the economy of a nation. All the 
countries of the world are making their efforts to convert 
their closed economy into market economy. As we know that 70 
to 75 percent of foreign trade is performed by the shipping 
transport. As such all the countries of world are trying to 
develop their shipping transport. India has also been making 
strenous attempts to develop the shipping transport. 
During the reign of Hindu emperors, India Shipping was 
so developed that our ships sailed the high seas carrying 
India's trade and commerce to far off lands. After the reign 
of Hindu emperors, Delhi Sultanat period was started. In 
that period, Indian Shipping and foreign trade were highly 
developed. But in the reign of Mughal. Shipping develooment 
was at its zenith. During the period of Akbar Bengal. 
Kashmir and Lahore were the centre of shipbuildinq and 4000 
aa 
ships were engaged in the trade of Sindh only. At the same 
time he efficiently organised the naval department in Bengal 
where he had 3000 war ships. The history of shipping 
development during the British period is the history of 
depression, destruction and frustration of India. It had to 
work under heavy odds and innumberable difficulties for its 
survival. British Government in India always patronised 
British Shipping Companies for carrying government cargoes 
and did never provide any protection to Indian Shipping. 
Companies. Many companies met to end without opening their 
operations. Despite of all these difficulties, various 
attempts were made to revive the Irfdian Shipping. But 
systematic development of Indian Shipping was made after 
independence. It became a part of Our Five Year Plans. 
Before the implementation of the 1st Five Year Plan, there 
were 97 ships with total tonnage of 390,707 GRT. At the end 
of 1st Plan, total number of ships was 215 with a total 
tonnage of 580,456 GRT. During the 2nd Five Year Plan, total 
tonnage target was fixed at 901,707 GRT and to achieve this 
target Rs. 45 crores were allocated. In 3rd Plan, the 
shipping development was satisfactory. Total target was 
fixed of 1.10 million GRT and Rs. 55 crores were allocated 
to achieve the target. In fourth and fifth plans, overall 
development was satisfactory. Total allocations in these 
plans were Rs. 267 crores and Rs. 243 crores. The target of 
these two plans were 7 million GRT and 8.64 million GRT. But 
in the fifth plan only about 50 percent target was achieved. 
In the sixth plan Indian Shipping was at its zenith. During 
this plan, Country was running under heavy debt-trap and it 
was needed to earn more and more foreign exchange. All 
sources of earning foreign exchange were developed and 
shipping was one of them. A programme for fleet expansion 
and modernisation was launched to increase the tonnage. The 
target for the Sixth Five Year Plan was 7.5 million GRT and 
Planning Commission provided Rs. 720 crores for central 
sector for shipping. During this plan tonnage target was not 
achieved in toto but nearly achieved. Seventh Plan was 
called the period of depression. Total target was remain the 
same as was in sixth plan. Although the achievement was less 
than Sixth Plan. In sixth plan total tonnage was achieved 
6.60 million GRT but in Seventh Plan only 5.98 million GRT 
was achieved. The surface transport ministry have expressed 
their growing dissatisfaction over the slow and receding 
growth of Indian Shipping. The Working group of the Planning 
Commission has fixed the target of tonnage, 7 million GRT 
for the current 8th Five Year Plan. In the beginning of 8th 
Plan, a good performance is seen and is expected to achieve 
a hole target fixed for the 8th Plan in the way of shipoing 
development. The main problem of shipping development is the 
inadequate tankers and bulk carriers. Even today, the Indian 
Shipping Shares only 37 percent of its overseas trade. An 
other imoortant drawback with the Indian Shipping is. 
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uncertainly of bulk cargo on long term basis due to rail 
road competition for coastal shipping and non-comoetitive 
services of Indian shipping for overseas trade. Its services 
are so poor that no one prefers the Indian Shipping for 
overseas trade. The crucial problem of Indian Shipping is 
the financial problem. Due to unavailability of finance, 
many shipping companies closed their functioning. The debt 
equity ratio of many companies is very high and they are 
caught under heavy debt trap. The Shipping Development Fund 
Committee has discriminatory policy to granting loans to 
public and private companies. A major hurdle in the growth 
of Indian shipping is uneconomic unit of operation and 
increasing operating cost. The higher prices of materials 
used by the shipbuilding leads the higher prices of Indian 
Shipping which is more costlier than foreign ships. 
Therefore Indian shippers prefer foreign ships because they 
are more cheaper and superior than indigenous ships. 
Shortage of manpower is the other problem before the 
Indian shiooing. Most of the skilled marine staffs and crew 
prefer to serve foreign ships because they get handsome 
salaries without paying any tax. Devaluation of currency 
reduces the value of Balance sheet of Indian Shippinn 
Comoanies in dollar term.s and it results they get lesser 
grants than before. Due to devaluation, the prices of all 
imported materials are increased which also effect the 
operating cost of shiobuiIdinq. 
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although it has high rate of wear and tear. In most of the 
countries, the minimum rats of depreciation is 33.33 percent 
but Indian Shipping industry is not allowed even minimum 
rate of depreciation. To see the world scene, the Indian 
government should allow depreciation as much as the foreign 
shipping companies are getting. Indian shipping industry 
should also be exempted from income tax and given various 
incentives and subsidies to meet the demand of coastal as 
well as overseas trade and also to survive in the world 
market. 
Other area in which government action is immediately 
required is total tax exemption to the floating staff and 
crew, while they are serving on Indian ships. Presently, the 
government is granting tax exemption to floating staff and 
crew only if they are sailing on a foreign going ships and 
and which are in international waters for more than 183 days 
or more in a financial year. Now the government policy is, 
the Indian Shippi,ng should serve primarily the national 
cargo. As a result of this, most of the Indian ships have to 
visit Indian ports for cargo loading and discharge 
operations, and staff and crew members serving on these 
ships are perforce to spend a long time at India ports and 
on Indian soil. Therefore, the floating staff and crew are 
unable to stay 183 day or more in a financial year. This is 
not a fault of Indian seafarers. One hand the Indian 
Officers and crew, working on Indian flaq shios are 
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subjected to high rate of local income tax, on the other 
hand their other Indian friends serving foreign ships are 
fully exempted from income tax because their employers donot 
deduct any such tax at source while paying their salaries. 
This tax exemption makes it really an attractive package for 
Indian floating staff and crew to serve on foreignships. To 
check this growing problem, the government should also make 
a provision to exempt the Indian seafarers from the income 
tax charges. 
The annual budget 1992-93 has made a retrospective 
amendment to section 33AC of Income tax ACt. In this 
amendment the shipping corporation of India will be given 
tax relief. This special emphasis on Public Sector Shipping 
is a big discrimination between the Public Sector and 
Private Sector. This discrimination leads to retarded 
development of Private Shipping Companies. Again the 
government should made an amendment in Section 33AC to give 
the tax relief to the private shipping comoanies also to 
maintain the healthy competition between public and private 
shipping companies to flourish the national shipping. 
The government has taken various measures simplify the 
procedure in regarding the acquisition of ships and sale of 
ships. No doubt these measures are helpful but there is 
still room for further relaxation' of the orocedure that 
restrict the operation of purchase and sale of shipping. The 
government regulations in regarding to purchase/sale and 
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operation of ships are the most important handicap in the 
pace of shipping development. The government should give 
greater freedom in respect of purchase/sale and operation of 
ships. 
Shipping is also a good earner and saver of foreign 
exchange. The annual saving of foreign exchange by the 
shipping industry is about Rs. 800 crores. Now the industry 
is also regarded as an export industry. The government 
should give all the benefits what an export industry is 
given. All the export industries are exempted from 
applicability of minimum tax payable under section 1155 of 
the Income tax Act. Apart from tax exemption, many other 
incentives and subsidies are given to export industry. 
Therefore, the government should consider the shipping 
industry as an export industry and should provide all these 
benefits and subsidies to it. 
Shipping is a commercial industry and it should be 
allowed to take its own commercial decisions without any 
government interference. Whenever any shipping company wants 
to acquire tonnage, it has to take permission from the 
Tonnage Acquisition Committee. This committee should 
abolished and Indian shipping companies should give freedom 
to take their own commercial decisions. 
There is more an important suggestion in the field of 
raising finance. If any shipping company wants to raise its 
finance, it has to get permission from the shiooinq Credit 
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and Investment company of India. This institution has power 
to giye or not to give permission to any company. It has 
monopoly to give permission to any company to raise its 
finance. Some times a company is very much in need of 
finance is not permitted to raise its finance and other 
company is permitted although is not in need of finance. It 
has discriminatory policy to give permission to the shipping 
companies. Therefore, this power to give permission to 
shipping companies of SCICI must be seized and all shipping 
companies should be allowed to raise their finance from any 
source without going through shipping credit and Investment 
company of India for appraisal. 
Indian shipping is in doldrum, because in India, rules 
and regulations which control a ship's construction, 
movements, work at a port of call, goods/passengers carried 
by them are same for all vessels, whether registered to ply 
between Indian ports and foreign ports or between one Indian 
port to another due to the definition of coastal ship and 
coastal trade in India in the Merchant Shipping Act 1958. 
All the shipping developed countries have separate rules and 
regulations for separate vessels. There is clear 
classification between coastal vessels and overseas vessels. 
In India there must be classification as 
fa) Home Trade vessels and 
(b) Foreign Trade Vessels. 
Home Trade Vessels should not be permitted to go to the 
n 
ports of foreinn countries and foreign trade vessels should 
be permitted to carry goods and passengers from one port to 
other within the geographical boundry of the country. There 
must be clear and separate definition for home trade vessels 
and Foreign Trade Vessels as: 
Home Trade Vessels means - a vessel is exclusively employed 
in trading between sea coast port and river bank cities 
situated in main-land of India. Foreign Trade Vessels means 
- a vessel employed in trading between sea coast ports 
situated in main-land of India and ports of other countries. 
One more important suggestion for the proper 
development of coastal as well as overseas shipping is the 
classification of Indian ports. In U.K. there are 250 sea 
ports and out of these only 100 seaports are permitted to 
export/import from abroad. The Indian government should also 
classified the all ports between Home Trade Ports and 
Foreign Trade Ports with the approval of Board of Customs 
and excise. After classification of Indian ports between 
Home Trade Ports and Foreign Trade Ports, these Foreign 
Trade Ports should be developed as much as the ports of 
foreign countries are developed. All the port facilities 
like repair facility, storing and warehousing facility, 
cranes, mobile material, handling equipments, lighting, 
lightships, light houses, approach roads and railways, 
ancillary industries etc should be provided adequately to 
the Foreign Ports to compete with the other ports of foreiqn 
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c o u n t r i e s . The e x i s t i n g o u t d a t e d and i n e f f i c i e n t 
communication system at po r ts should be rep laced by modern 
ones. Por ts may a l so take steps t o in t roduce computer based 
management i n f o r m a t i o n system t o prov ide prompt se rv i ces t o 
vesse ls f o r cargo hand l i ng , b i l l i n g ope ra t i on e t c . There i s 
a l so a need o f deep d r a f t hydrographic surveys and prepare 
modern c h a r t s t o improve p o r t deve lopmen t a c t i v i t i e s and 
s h i p s . Apar t f rom these major and small p o r t s , i n t e r m e d i a t e 
and m i n o r p o r t s s h o u l d a l s o be d e v e l o p e d i n o r d e r t o 
i n c r e a s e t h e p o r t c a p a c i t y i n t h e c o u n t r y and h e l p t o 
a c c e l e r a t e r e g i o n a l development. At p resen t , t h e r e are about 
139 minor or i n te rmed ia te po r t s and the r e s p o n s i b i l i t y -for 
t h e i r deve lopment r e s t s w i t h conce rned m a r i t i m e s t a t e 
government. 
The C e n t r a l Governmen t has s e t up a h i g h l e v e l 
commi t tee under the cha i rmansh ip o f S h r i P rakash N a r a i n , 
Secre tary t o the M i n i s t r y of Shipping and T r a n s o o r t . That 
Committee sugges ted some i m p o r t a n t p o i n t s t o d e v e l o p t h e 
I n d i a n S h i p p i n g . The commit tee sugges ted t h a t a s e p a r a t e 
S h i p p i n g Development Bank o f I n d i a s h o u l d be e s t a b l i s h e d 
wh ich had an e x c l u s i v e f i n a n c i a l window f o r t h e I n d i a n 
Shipp ing Companies. The proposed bank i s t o be respons ib l e 
f o r r a i s i n g necessary resources and d i s b u r s i n g them t o the 
s h i p p i n g compan ies . T h i s bank s h o u l d has m a j o r f u n d s i n 
f o r e i g n c u r r e n c y , because a b o u t 90 p e r c e n t o f s h i o 
a c q u i s i t i o n s are made f rom f o r e i g n y a r d s . T h a t c o m m i t t e e 
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also suggested that a special legislation should be passed 
for sick shipping companies in general when they faced with 
losses of net worth, setting up of a board for financial and 
industrial reconstruction to provide a special mechanisrr) for 
amalgamation, merger etc. 
The Planning Commission also set up a Working Group to 
recommend the pattern of financial assistance to shipning 
companies. It has also made a recommendation on a similar 
line. It feels that shipping companies should be permitted 
to float bonds in Euro-dollar market to raise the necessary 
resources. The suggestions of working group include interest 
subsidy, greater freedom to shipowners for buying and 
selling ships, freedom of charter foreign flag vessels and 
reservation of all government cargoes for Indian Shipoing 
Companies. 
An important suggestion relating to cargoes is that the 
government should give preference to national ships in the 
shipment of government owned/controlled cargoes. 30 to 40 
million tonnes of such cargoes (iron ore, project steel, 
edible oil, fertilisers, urea, ammonia, sulphur, chemicals, 
coking coal, sugar etc), move on account of Government 
Agencies/Departments like Ministry of Agriculture, Food 
Corporation of India, Fertiliser Corporation of India etc. 
only part of it, is presently available for carriage by 
Indian shios. 
l i ) l > 
A large number of Indian ships are over aged and 
outdated. The Shipping companies must go under change by 
replacing their old unserviceable ships by modern, 
specialised, fuel efficient ships. The industry also urged 
the government that there should be no bar on acquisition of 
ships by shipping companies for improving their operational 
strength and efficiency. Many state governments have imposed 
new sales tax and local taxes on charter hire and works 
contract. These new sales tax and local taxes provisions 
would be discriminatory against Indian Shipping. Foreign 
ships which are visiting our ports are free from all these 
local taxes. Therefore, our national shipping operations are 
non-competitive in their international operations. It is 
suggested that shipping should be brought exclusively within 
the purview of central sales tax legislation and given 
necessary exemption from sales tax levy. 
Mr. Daulatsinh Jadeja, Chairman of the National 
ShipDing Board, in his article "Our Shipbuilding needs" has 
given some pragmatic suggestions to develop the national 
shipbuilding, he says shipping is one of the most important 
means of transportation, particularly for the national 
economy, because 70 to 75 percent of our trade of bulk 
commodities are performed by the shipping transport. But 
unfortunately we do not have sufficient number of bulk 
vessels to carry even a fifth of this trade. At present 
hardly 1.5 percent of the vessels in our fleet are not from 
idc 
3. The condition to stay 183 days or more in financial 
year, in international water to get exemption from 
Income Tax Act, for the Indian floating staffs and 
crew, must be abolished all Indian floating staffs and 
crew should be exempted from Income Tax Act who are 
working on Indian flag ships. 
4. The discrimination between public sector and private 
sector must be removed and both these sectors should be 
given similar benefits for parallel growth and 
development and healthy competition between these two 
sectors. 
5. The Government should give greater freedom to acquire 
and sell the vessels to shipping companies and Tonnage 
Acquisition committee should also be abolished which 
gives permission to acquire/sell the vessels. 
6. There is also need to abolish Shipping Credit and 
Investm.ent companies which has power to give oermission 
to shipping companies to raise their loans. Shipping 
Companies should be given freedom to raise their loans 
whatever they require. 
7. Indian vessels must be classified between Home Trade 
vessels and Foreign Trade vessels and both should be 
permitted to operate within their own demarcated 
leoQraohica1 area. 
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8. Indian Ports should also be divided between Home Trade 
Ports and Foreign Trade Ports with the approval of 
Board of customs and excise. Foreign Trade Ports should 
be developed as much as other foreign countries have. 
9. Apart from major and small sea ports, there is need to 
develop various minor and intermediate ports also. 
10. A separate Shipping Development Bank of India should be 
established which had on exclusive financial window for 
the Indian shipping companies to remove their financial 
crisis. 
11. Overaged and outdated Indian ships must be replaced by 
modern, specialised and fuel efficient ships to make 
Indian shipping competitive on the overseas trade. 
12. Out of total requirement of ships, hardly 15 percent of 
the vessels in our fleet are got from Indian Shipyards. 
Therefore, it is necessary to set up additional 
shipyards to increase the production of ships to meet 
the present demand, particularly bulk vessels. 
13. The Government should advice all the financial 
institutions to provide soft loans to the shipyards for 
their working capital. 
14. Most of the shipyards are running under heavy debt 
trap. So that some part of the debt must be converted 
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